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THE TRAFFIC WORLD 


Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branehk Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, 
Union Trust Bidg., CINCINNATI, OHIO . Marine Trust Bidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los:Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


MISSOURI RIVER FREIGHT RATES BREAK AT 


ST. JOSEPH, MISSOURI 


Geographically located to render Distributors 
Distinctive Warehouse and Forwarding Service. 


TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 


CAPITAL $400,000 


MEMBERS AMERICAN WAREHOUSEMEN’S ASSN., MISSOURI WAREHOUSEMEN’S ASSN., 
INTERNATIONAL APPLE SHIPPERS ASSN., U.S. CHAMBER OF COMMERCE 


BOOKLET, FREIGHT RATE DATA UPON REQUEST CORRESPONDENCE SOLICITED 
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For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


“Reduced Freight Rates’ 


THE TRAFFIC SERVICE CORPORATION 
WASHINGTON CHICAGO 

MILLS BUILDING 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 8635 
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in downtown Chicago 


I. ALL THE GREAT ciT1Es of the world, 
no hotel is more favorably situated 
than the Palmer House to save the time 
and energy of guests. 

_ Right “‘next door’’ to everything— 
it provides particularly quict rooms 
within casy walking distance of the 
City’s smartest shops, the theatres, 
the famous State Street stores; public 
oe including the Art Institute, 
Field Museum and library, as well as 
the banking and 

business offices. 


Palmer House orchestras provide espe- 
cially attractive concert and dance 
music for the entertainment of guests. 
Four restaurants, affording a la carte 
and table d’hote service, are comfort- 

ably cooled in warm weather. 
Advance reservations assure the ut- 
most comfort during the current travel 
months. Rooms for one, $4 to $10— 
for two, $7 to $12. Suites (one to five 
rooms) per room, $9 to $11. Reduc- 
tion for monthly or 


Water L. Grecory 
Manager 


Monrog Street, awn Wasase Avenes, 
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NEXT DOOR to EVERYTHING 


Cwu1caco 





—~—— 


tt £gt 


THE TRAFFIC WORLD 


When 
Minutes Count 
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ooking Ahead 


iS hey competitive struggle of industry has sharply emphasized the need 
of not only minimum production cost but also minimum distribution 
expense. The cost of getting a product to market is of vital importance. 
Transportation costs of raw materials to factory and finished product to 
consumer involve the life and well-being of any enterprise. 


Because of this fact forward-looking manufacturers may well consider 
the possible benefits of additional plaut location. 


The Pittsburgh District has outstanding advantages as a location for 
manufacturers through its accessibility to raw materials. It directly serves 
a population of two millions, and within a radius of a few hundred miles 
are the greatest consuming markets of the United States. No other pro- 
ducing district of like importance is so favorably situated with respect to 
its markets. Labor may be obtained in any type and volume and no cheaper 
power exists anywhere in the country. 


This Company will be glad to aid any interested concern in a survey 
of these advantages, and to explain the merits of an industrial location 
along its rails in the Pittsburgh District where a high grade belt line 
service is offered in connection with all trunk lines and where convenient 
industrial sites are available for every purpose. 


1141 Oliver Building, Pittsburgh, Penna. 


Montour R.R. 
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World's longest 
electrified railroad 


Pioneer of them all in revolutionizing 
mountain travel—The Milwaukee Road. 
Over the Rockies to the sea—656 electrified, 
L Ll HAG smokeless, cinderless miles—40 per cent of 


MI | U/ 1,9 Ei EF the nation’s railroad electrification. 

ST PAUL Mountain torrents supply the mighty flow 
717) of energy ... giant locomotives harness it to 
PACIFIC trains...their motors regenerating as they 
function as brakes, return an eighth to the 
wires. Travelers marvel over the comforts 
of electrification ...and the pre-eminent new 
roller-bearing Olympian ranks it first among 

its distinctive features. 


The electrified route—shortest route between 
Chicago and Seattle-Tacoma—only road 
operating over its own rails all the way. 


To or from the Pacific Northwest travel 
on the electrified new Olympian. 


GEO. B. HAYNES, Passenger Traffic Manager 
The Milwaukee Road 
Chicago 


Oe MILWAUKEE roap 
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| Are You Interested in | “VRSWASHINGIGN || Proximity to the richest part of the South 
iH : Yard } | and the densely populated sections of the 
: Low production cost, quick | Polomac ford FeAnlexandria North and East. 


transportation to the best : iW! 1 @ Adjacent fertile river valleys. 
markets, and a pleasant i Al ) @ Abundance of soft water. 


# . es # 
place to live? . AM Quantico 11 @ Steam and hydro-electric power at low |) 


| RICHMOND, VA. i ae 


At head of navigation— e at I , < a — . a 
; porn * al : 0 EW Frederi a @ Exceptiona cational advantages. 
: : g @ Outdoor sports every month of the year 
| FREDERICKSBURG, VA. || = 
: At head of navigation— Q aT 
; Rappahannock River 2 te fl 
| Offer : apy shiand 
4 @ Well-nigh ideal climatic conditions. b 
| @ Excellent transportation facilities. : 
H Ample skilled and unskilled native labor. || RICHMOND } x, 


Locate on the “‘bridge’’ line 
between the North and 
South—connecting the 
Pennsylvania R. R. and Bal- 
timore & Ohio R. R. with 
the Atlantic Coast Line R.R. 
and Seaboard Air Line Ry. 


J. B. MORDECAI, . 
RICHMOND, VA. Traffic Manager | 


Oe SOT NSIT, RGB NER NNR URE NEE NE SER 


Norell —_ 
*. ole ihgtrua Bech 
| Meshville ae e oldshoro 


burha 


Athen a Pinehurst ole 
Crattan “4 — ~~ oN Milmington 


Ps Seng ae Augusta Cond 7 
| 4 Tallahassee aad 
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New Orleans Mobile Tampa Havana Mimi Palm Beach St Augustine Sacksowille Savannah Charleston 


As Far South As You Need Go for Labor and Southern Distribution; 
As Far South As You Can Go for Quick Transportation North «++ ' 
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! HOW MUCH IS ROUGH HANDLING 


COSTING YOU? 


The Stout Impact Recorder, anchored 
either to the floor or side-wall of a 
freight car, unerringly determines the 
responsibility for damage claims. 


If rough handling occurs, the paper 
tape tells you exactly when and where. 
Or, if rough handling does not occur, 
you have a positive record of that fact. 


EXCLUSIVE DISTRIBUTOR 


ARGYLE RAILWAY SUPPLY CO. 
327 S. La Salle St. 
Costs $75.00 CHICAGO 
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Dock Construction 
Economy vs. Extravagance 


A“. city is squandering thousands of dollars on 
a large dock building program. One-third the 
cost of this work could be saved to the taxpayers by 
building better docks under the Ferguson Patent. 

Another city deliberately infringed the Ferguson 
Patent. More in litigation and penalties to be paid 
by the taxpayers. 

On the other hand, outstanding dock and pier 
owners, for whom we have built reinforced concrete 
docks or to whom we have granted licenses, have 
saved themselves hundreds of thousands of dollars 
in construction costs. They recognize the extrava- 
gance and futility of a patent-dodging program. These 
owners know that the Federal Courts, in upholding 
the Ferguson Patent in five separate decisions, have 


recognized superior strength, economy and endurance 


as inherent in Ferguson Docks. Here is just a partial 
list of them: 


The M. A. Hanna Co. The City of St. Petersburg 

The Cleveland Cliffs Iron Co. The City of Houston, Texas 

The City of Cleveland The Gulf Refining Co. 

The D. & C. Navigation Co. The City of Detroit 

The C. & B. Navigation Co. The Anaconda Copper Co. 

The Pennsylvania Railroad Co. The Peerless Egyptian Cement Co. 
The State of California The City of Wyandotte, Michigan 
The Canton Co. of Baltimore The City of Norfolk . 

The Standard Oil Co. of N. J. The Kelley Island Lime & Tr. Co. 


We Might Be of Service to You 


The Dock & Terminal Engineering Co. 


GAYLORD W. FEAGA WM. S. FERGUSON JAMES D. CAREY jos. S. RUBLE 


Consulting Engineers 


1248 WALNUT AVENUE CLEVELAND, OHIO 
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LMS 


has 350 warehouses in Great Britain 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” : 
















EXPORTERS 


“Your own” Warehouse in England 


No matter what your exports may be—in what 
market you are operating—there is one of the 
350 LMS warehouses in the heart of that market. 
“Your own warehouse”—as advantageously situ- 
ated as though you had selected the site yourself. 


All rail connected—trucking and transfer charges 
are eliminated while LMS warehousing charges 
are as low as any in the country. 


Traffic Managers and Freight Forwarders should 
investigate at once the many advantages of using 
the LMS chain of warehouses. Address any LMS 
Freight Office in America. 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Oregon Forwarding Co.,Inc.), 
333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 
Chicago, Ill. San Francisco, Cal. Portland, Oregon. 
Storage in every industrial or 
area London, Midland & Scottish Railway of G. B., 
Ten million feet of floor Thomas A. Moffet, Freight Traffic Manager in America, 
space 1 Broadway, New York City. 


Economical and convenient 
storage LMS 
. RAILWAY 


Great Britain 
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CHICAGO HEIGHTS, ILLINOIS 


Ideally Located for Manufacturing Plants, Branch 
Plants, Storage and Distributing Warehouses. 


The Chicago Heights industrial district offers the best opportunities in the 
Middle West. Land is available at reasonable prices, labor conditions are 
favorable, and transportation service is excellent in all directions. This 
district is near the coal fields of Illinois and Indiana, and has an abundance 
of electric power for all industrial purposes. 


Chicago Heights has the advantage of Chicago freight rates to and from 
all parts of the country, as well as Chicago switching district freight rates 
on intra-district traffic. 


Located here is a large tract of land especially suitable for an airplane 
factory. 


The Chicago Heights Terminal Transfer Railroad, serving 84 industries in 
this district, has direct interchange connections with all railroads entering 
Chicago Heights. Through the Chicago Heights-Chicago switching district 
it interchanges freight with all railroads reaching Chicago. 


For copy of the new Chicago Heights air map, and for additional information 
about Chicago Heights, address— 


P. 8S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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“Do the Worrying 


It isn’t always the mattress, the neigh- 
bor’s dog or his radio that keeps you 
from sleeping. Often it is concern as 
to whether or not that shipment will 
get there quickly and in good shape. 


GIVE THE 


SOO LINE 


A CHANCE TO HELP YOU 


IT CAN 


Reliable—Sure—That’s the Steam Railway—The Strong Right Arm of the Nation’s Industry. 


To avoid delay, shipments for Canadian 

EDMONTON @ destinations must be accompanied by ship- 
ers’ export declaration made in triplicate. 

his document must be delivered to railroad 

agent at initial point_with the shipment and 

accompany same to Canadian port of entry. 


SAULT SAINTE MARIE 


VANCOUVER 
MENOMINEE 
MINNEAPOLIS 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


MANITOWOC 
SAINT PAUL ‘ 


MILWAUKEE 


AGENCIES 


Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway 
Buffalo, N. Y., 504 Iroquois Memphis, Tenn., Porter Bldg. . Exch. Bldg. 
Bldg. Milwaukee, Wis., 68 East Wisconsin Ave. St. Paul, Minn., 1112 Merchants National 

Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. Minneapolis, Minn., Soo Line Bldg., 5th Bank Bidg. 
Chippewa Falls, Wis. St. and Marquette Ave. San Francisco, Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, Wis. Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust Bldg. New York, N. Y., 1550 Woolworth Bldg. Seattle, Wash., 5564 Stuart Bldg. 
Detroit, Mich., 2243 First National Bank Bldg. Omaha, Neb., 725-26 W. O. W. Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. J., 250 Bloomfield Ave. Superior, Wis. 
Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merchants Bank Bldg. Tae so Pa., 2041 Oliver Bldg. Waukesha, Wis. 
Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 


CHICAGO 





Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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FROM TRAIL TO RAIL 


(Continued from Feb. 16th issue) 
CHAPTER XVII 


How Work Was Carried on Beyond 
Truckee During Tunnel Construction— 
Locomotives, Material for 40 Miles of 
Track Dragged Over Trails—Battling 
With the Snow. 

The Union Pacific had 
sent scouts West to see 
how the Central Pacific 
was coming along. These 
scouts reported the Cali- 
fornians stuck in the 
mountains and not likely 
to make any progress for 

months. This led the Union Pacific to 

believe that they would easily reach the 

California border before the Central Pa- 

cific was out of the 

clutches of the Sierra. 

Word of their confi- 

dence reached Sacra- 

mento. Crocker and his 
associates replied by 
sending the force not 
engaged in tunnel work 
to the Truckee River 

Canyon, where lighter 

snowfall made grading 

possible. 

This was a tremen- 
dous undertaking. 
There was a stage 
road to Truckee, which 
it took a large force of 
men busy to keep clear 
of the heavy snows. 
Over this road, steep 
and difficult in many 
places, through blinding 
storms, the construc- 
tion forces hauled ma- 
terial for forty miles 
of track. This was 
followed by three loco- 
motives and forty cars. 
Until the forces returned to the moun- 
tains all supplies had to be forwarded 
by the same route—sled from Cisco to 
Donner Lake and, as spring came, by 
wagon over muddy roads to Truckee. 

A moving picture company recently 
tried to duplicate one phase of this 
great accomplishment by haulinng the 
smallest locomotive in captivity over a 
trail near the summit tunnel. They had 
unlimited manpower, steel cables, block 
and tackle of the latest type and stout- 
est make, and a big Mallet engine to 
supply power. The pioneers with ropes, 
oxen, mules, and Charles Crocker to en- 
courage them, hauled three large loco- 
motives and a lot of other equipment 
over twenty-eight miles of road and 
mountain trail. The moving picture 
people, with their modern equipment, 
were glad to quit at five hundred yards. 

Charles Crocker told the story to the 
Pacific Railroad Commission years after. 
“The snow would fill up as fast as they 
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SOUTHER 


A History of Southern Pacific 


could dig it out, so I moved them down 
or the Truckee River. We hauled loco- 
motives over (when I say we, I mean 
myself) and we hauled iron and cars 
and all that sort of thing and built fifty 
miles. We hauled the locomotives- on 
sleighs, but some of them on logs be- 
cause we could not get sleighs big 
enough for some of the engines.” 

As Crocker indicated, the arrival of 
snow in the mountain section did not 
immediately stop work even in the open. 
The ground was kept bare for the 
graders by shoveling. After storms, the 
entire grading force shoveled snow. 
Snow had to be cleared away not only 
for excavations but the space to be oc- 
cupied by embankments had to be 
cleared. This shoveling was kept up un- 
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til the snow began to fall so heavily and 
so continuously that it required an army 
of men to clear away after each storm 
and keep cleared for a small gang of 
laborers. The tunnel workers stayed 
right in the mountains. Tunnels were 
dug through the snowdrifts to reach the 
face of the rock tunnels. Snow passages 
were excavated to the dumps where the 
rock taken from the tunnels was dis- 
posed of. In many cases the road be- 
tween camp and work was through snow 
tunnels. Some of these tunnels were 
more than two hundred feet long. In 
addition to tunnel work, the construction 
of retaining walls in the canyons was 
carried on through the winter. A great 
dome was excavated in the snow where 
the wall was to be built, and the wall 
stones were lowered through the shaft 
in the snow to the men working inside 
the dome. ; 

In addition to the great depth of snow, 
the heights of the Sierra were almost 

(Advertisement) 
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constantly swept by ice gales and blind. 
ing blizzards. Under the pressure of 
these blizzards, snow was forced through 
every crack and opening of the living 
quarters. One of the engineers records: 
“T had an office and bedroom, which had 
to be shoveled out every time I returned 
to the mountains. The snow had to be 
sheveled out of the house before I could 
get into it. One had to be on the ground 
to have any idea of the trouble we had 
to contend with on account of the snow.” 

There were many _ snowslides that 
winter. In some cases entire camps 
were carried away and the bodies of the 
men not found until the following sum- 
mer. Night and day work on the tunnels 
progressed through the long winter. It 
was June, 1867, before the forces in the 
Truckee Canyon could 
be brought back to the 
mountains. There they 
found the grade still 
below between ten to 
twelve feet of snow. 
There was no time to 
wait for it to melt, so 
it was shoveled by hand 
from the sides of cuts 
and banks so that 
grading could be re- 
sumed. 

By this time the 
force employed on the 
Central Pacific num- 
bered nearly 14,000. 
Mid-summer, 1867, the 
first locomotive crossed 
the divide. By Novenm- 
ber the line was open 
to Summit, and late in 
December, 1867, the 
track was laid to a 
point about two miles 
east of Summit. Snow 
then put a stop to con- 
struction, except from 
Truckee, where the line was being built 


westward and eastward, and where such 
progress was being made eastward that 
early in December the builders cut the 
state boundary line. On December 13, 
1867, the Central Pacific construction 
engine poked its nose across the Nevada 
line. The end of 1867 found only 4 
seven-mile gap of difficult construction 
in the Donner Lake country still to be 
completed before the Central Pacific 
could take advantage of its work beyond 
Truckee as part of the through line. 

The section beyond Truckee was in 
operation, however, long before the line 
was built through. Stage coaches were 
used to carry passengers and wagons 
to carry freight across the gap. 


(To be continued in Mar. 16th issue) 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
Ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


THE TRAFFIC MAN 


In announcing the promotion of E. L. Dalton, traffic 
Manager, to the position of vice-president in charge of 
traffic, the American Radiator Company says: “This 
Promotion reflects not only a recognition of efficient serv- 
ice but the growing importance in modern business of 
the maintenance of close and understanding relations 
with the great traffic carriers on whose services depends 
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the prompt and efficient distribution of the products of 
industry.” 

It is not the fitness of Mr. Dalton for the office to 
which he has been appointed with which we wish to 
deal—though he well merits the promotion, as everybody 
who knows him will admit—but with the recognition 
here expressed by a large business institution of the im- 
portance of the traffic department. It is a recognition 
that has been slow in percolating through the intelli- 
gence of industry, but it is arriving. The Dalton an- 
nouncement is one of many examples that are being 
furnished constantly. But it is by no means as general 
as it should be and as, we believe, it will be before very 
long. The traffic clubs of the country have been striving, 
through their national association, to bring about such a 
condition and their work is showing results, if in no other 
way, by their being able to induce the United States 
Department of Commerce to undertake a survey with a 
view to ascertaining to what extent business employs 
traffic departments and to what extent it can do so to 
advantage. 

Perhaps not every business could or should make 
its traffic executive a vice-president, but it should, where 
its traffic is heavy and important, give to the position 
something of the dignity and authority that is*given in 
this instance. On the other hand, however, it behooves 
men whose business is industrial traffic, not only to take 
encouragement from examples like this, where traffic 
men are raised to high positions, but to bethink them- 
selves that, if they hope for like promotions, they must 
fit themselves, as Mr. Dalton has done. We can think 
of many so-called “traffic managers” in industrial con- 
cerns who would hardly fit the vice-president’s chair and 
in whom the management would experience a vast feel- 
ing of disappointment if brought into close touch with 
them under conditions where so much was expected of 
them. Many traffic managers “get by” just because 
their employers are so slightly acquainted with the duties 
and responsibilities that ought to go with the job, and it 
will necessarily be a part of the evolutionary process 
that, as business becomes “sold” to a greater extent on 
the importance of traffic departments, the traffic men 
themselves must become more competent. Otherwise, 
business may change its opinion and things be worse 
than before. 


INLAND WATERWAYS 


The editorial pages of the January 26 and February 
2 issues of The Waterways Journal, published in St. 
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A Myriad of Products 


In the streams of merchandise passing north and south over the 
lines of the G. M. & N., ““The Road of Service,” almost every kind 
of product manufactured or produced in modern industry is to be 
met with. 


Southern agricultural products, minerals and manufactures, going 
north, pass on the way shipments from great northern factories 
bound south, southwest, and for export. Almost daily there are 
shipments of widely different kinds moving to and from Central 
and South America, Europe, Asia, and Africa. 


Such a myriad of products, with diverse needs for handling, must 
try the care and skill of any organization. The volume of business 
enjoyed on this Road is evidence of the fact that “‘Personalized 
Service” is meeting the needs of shippers. It demonstrates its 
merit in careful attention to the welfare and progress of each 
consignment, and in safe, prompt arrival at destinations. 


Gulf. Mobile » XNortl em. Railroad 
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Lowis and “devoted to the commercial interests of all in- 
land waterways, are pretty largely consumed in reprint- 
ing from The Traffic World of January 12 an editorial 
entitled, “Profits and Waterways,” and commenting on 
it, The nature of the comment can be guessed from the 
nature of the interest in support of which the publica- 
tion referred to is printed. We quote from the legend at 
its masthead in ascribing to it this interest, but it has 
either not been so careful in reading the inscription at 
our masthead or it does not believe what we say. We 
say there, “independent as between carrier and shipper,” 
but the Waterways Journal refers to us as a “pro railroad 
publication.” Maybe it means pro railroad as between 
railroads and waterways though not as between carriers 
and shippers. At any rate we say once more that we are 
not pro railroad or pro anything else but what we be- 
lieve to be sound economics and transportation policies. 
If we thought inland waterway transportation, as at pres- 
ent proposed and conducted, were sound policy and good 
economy, we would be free to support it and would do 
so, whereas, the Waterways Journal, we take it, supports 
it anyhow, regardless of these limitations. 

The Waterways Journal, in discussing our editorial, 
says it does not believe in the government engaging in 
private business any mcre than we do. We sympathize 
with it, therefore, in the task imposed upon it—that of 
supporting inland waterway transportation, as exempli- 
fied on the Mississippi and Warrior rivers, when it is 
undertaken by the government. It is no wonder that it 
finds itself involved in complications and that what it 
says is not convincing. 


But, it says, while it does not believe in the govern- 
ment being in this kind of business, the government 
would never have gone into the river transportation busi- 
ness had not the railroads brought it to it by the prac- 
tices they used for many years to kill off water trans- 
portation. Whatever may have been those practices, we 
point out to the Waterways Journal that they were not 
the reason for the government embarking in this busi- 
ness. The reason was, first, one that had its origin in 
wartime conditions. The purpose, whether it was sound 
or not, was to increase our transportation facilities by 
any means at hand to take care of what was thought to 
be a wartime necessity. By the same logic, the govern- 
ment might have built an additional railroad or two and 
operated them during the war. The second avowed pur- 
pose was to demonstrate to private capital that water 
transportation operation was profitable and, when this 
demonstration was made, it was the announced purpose 
to turn the water lines over to private capital. 

Again, the Waterways Journal is wrong, even if it 
Were right in its statement of the reason for the govern- 
ment going into the river transportation business, in sup- 
porting it in that policy because of long past railroad 
- Practices. We beg to point out that, whatever may have 
been their sins in the past—and they were many and 
varied—the railroads are now under strict government 
regulation in everything they do, including the making 
of rates. We have a new deal and a square deal—at 
least it ought to be square. But the government, regu- 
lating the railroads as it does, now enters the field of 
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competition with a line of barges on the rivers, compels 
rates on the water twenty per cent under the rail rates, 
compels the railroads to make joint rates with the barges 
on this basis, and then keeps books in such way as to 
show a profit, though it makes the taxpayers, including 
the railroads, pay all the overhead expenses of the barge 
lines, except a slight charge for depreciation. If in all 
this the Waterways Journal can find anything to support 
and not-violate its conscience or its sense of economic 
soundness, it is welcome to do so. We note its final 
“wise crack”—that, to date, the federal barge line has not 
been in the hands of a receiver, which is more than 
some railroads can say. That is good. Neither is the 
postoffice in the hands of a receiver, nor will it ever be. 
How could the barge line, no matter how much it loses, 
get into a receiver’s hands when the government owns it 
and Congress keeps appropriating the money of the tax- 
payers to support it, and what better means is there of 
increasing the number of railroad receiverships than this 
government competition with the railroads? 

We are printing elsewhere a communication from 
the manager of a traffic bureau in Monroe, La., in sup- 
port of inland waterway transportation generally and on 
the Ouachita River particularly. He is at great pains to 
show what he has discovered our policy to be. There 
need be no detective work on his part or that of anyone 
else to ascertain our position on inland waterway trans- 
portation. We have stated it many times and as plainly 
as we know how. If there is anyone who really is not 
able to understand it, due to his own dullness or lack of 
effort or our own inability to express ourselves intelli- 
gently, we shall be glad to try again, on demand. Nat- 
urally, we have no objection to barge line enterprises by 
private capital and, if they succeed without enforced ar- 
bitrarily lower rates than the rail rates, this differential 
not being based on any proper cost study, we wish them 
well. The only thing in the way of an exception to this 
that might be stated is that we think that, even in such 
cases, transportation companies using the rivers, main- 
tained and developed by the money of the taxpayers, 
ought to pay something for the privilege. Our objection 
is to government operation and ownership of these trans- 
portation lines and its attempt to make the operation 
seem profitable when it is not, judged by usual business 
standards, and also its enforcement of arbitrary differ- 
entials when no cost study has been made to warrant 
them. Of course, our objection is not based entirely on 
the theory that such transportation will be detrimental 
to the railroads. That is only a part of it, as we have 
often tried to make plain. As to a barge line enterprise 
resulting in more business for the railroads, however, we 
are inclined to doubt any such results, though they 
might attend some particular situation such as the one 
our Monroe correspondent describes. 


BARGE LINE TRANSPORTATION 


Editor The Traffic World: 

I am constrained to say a few words in defense of the 
operation of barge lines on our inland waterways, especially 
in view of your consistent antagonistic attitude toward the 
development of our rivers for the purpose of navigation. In 
fact, your attitude has covered such a long period and has been 
so persistent that it seems to have become a policy of The 
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Traffic World. Your past articles, coupled with your “plat- 
form” and your humorous outbreak “profitable river naviga- 
tion” in your issue of February 16, fully confirms the foregoing 
statement. 

If your policy is based on the premise that river navigation 
will prove detrimental to the railroads in the way of decreased 
earnings, it is evident that you have not secured sufficient 
light on the subject. We in Monroe, La., organized a barge 
line about four years ago and it has been operating constantly 
since that time, for operation on the Ouachita River between 
Monroe and New Orleans, and the records show that, instead 
of decreasing the tonnage into and out of Monroe of the rail- 
roads, it has been materially increased. This is, no doubt, due, 
to a large extent, to the fact that the establishment of depend- 
able water service has attracted numerous industries, which, 
while they ship some of their tonnage via the barge line, ship 
and receive the major portions via the railroads. There also 
has not been a decrease in the number of employes employed 
by the railroads since the barge line has been in operation. 

In addition to the industries that have been established in 
Monroe and vicinity, that are now producing additional ton- 
nage for the railroads, there are several other very large in- 
dustries contemplating locating in Monroe and vicinity because 
of river navigation in order to secure a channel through which 
they can receive their raw materials at a low transportation 
cost. When these additional industries are in operation there 
is no doubt but what practically all of the finished products will 
be shipped via the railroads, thereby increasing their revenues, 
resulting in the railroads becoming more prosperous instead 
of less. 

The operation of our barge line has not only proven of 
great financial benefit to the railroads, but it has given employ- 
ment to a large number of people who spend their money for 
articles that have to be transported by the railroads; it pays 
its proportion of the taxes to maintain the government, as well 
as caused the enhancement of the value of property in Monroe 
and vicinity to a material degree, which causes prosperity, and 
the railroads are bound to secure their share thereof. 

We know in our case, and the facts will bear us out, that 
river navigation is a boon rather than a detriment to the rail- 
roads. 


As to whether or not it is profitable to its owners, will 
state that the barge line started operating four years ago, 
necessarily on limited capital, and has not had to secure addi- 
tional capital since for the necessary expansions that have 
taken place, due to the fact that all expansions have been taken 
care of out of the earnings; consequently “profitable river nav- 
igation” is a fact on the Ouachita River, and had my good friends, 
Mr. George T. Atkins and Mr. Luther Walter, invested their 
money on the Ouachita River instead of the Red River, it would 
have been far more profitable than the investment in the Liberty 
bonds. The trouble with the Red River is that it is physically 
impossible to operate barges and boats all the year round. It 
can be safely said, however, based on experience, that river 
navigation can be made profitable on the rivers that have suffi- 
cient depth and dependable channels, and those who are con- 
templating operating on the rivers should have no fear in invest- 
ing their money in barge lines, as they will find plenty of 
traffic for themselves as well as for the railroads. 

H. J. Fernandez, Traffic Manager, 
Monroe Traffic Bureau. 
Monroe, La., Feb. 19, 1929. 


NORTHERN PACIFIC LAND GRANTS 


The Trafic World Ottawa Bureau 


A plan for the adjudication of the dispute between the 
United States and the Northern Pacific as to public lands due 
the railroad company under the act of July 2, 1864, and the 
joint resolution of May 31, 1870, has been worked out by the 
joint congressional committee which has been working on the 
problem under a resolution adopted by Congress in June, 1924. 
The dispute was brought to the attention of Congress by Presi- 
dent Coolidge in 1924. The plan is embodied in S. 5855, a bill 
introduced by Senator Kendrick, a member of the joint com- 
mittee of which Representative Colton is the chairman. A sim- 
ilar bill has been introduced in the House. 

In a report recommending the passage of the bill the 
committee declares that the railroad company has already 
received upward of $35,000,000 acres; that disputes have arisen 
about lands already granted; and that the railroad company is 
claiming a large deficiency in the amount granted by Congress 
in aid of the construction of the railroad and telegraph line 
from Lake Superior.to Puget Sound, much of the land claimed 
being within the limits of national forests and other govern- 
ment reservations in lieu of lands within the exterior limits 
of the strip granted to it that could not be conveyed by the 
government. P 

The first section of the bill removes all lands, surveyed 
and unsurveyed, within the limits of the areas designated for 
the selection of lands to indemnify the railroads for parts within 
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the strip which the government could not give title, from th, 
operation of the land grants and retained by the United States 
Thereby those lands are freed from all claims, if any exis, 
which the railroad company may have to acquire them mm 
indemnity selections or otherwise. 

That section makes provision for compensation to the rajj 
road company, if any is due, by reason of the removal of such 
lands from the possible scope of the grants made in 1864 gnq 
1870, the courts to say how much the government is tg pay 
the railroad company for what it may lose by reason of sych 
removal. 

Section 2 declares forfeited all unsatisfied indemnity Selec. 
tion rights, if any exist, claimed by the company, together With 
all claims for additional lands by virtue of the grants of 1864 
and 1870. The committee calls this a limited forfeiture and 
expresses the belief that under all the facts and circumstances 
it is justified. 

Another section says the bill shall not be construed as 
affecting the title of the railroad company in its right of way 
or lands actually used in the operation of the road. 

Other sections direct the Attorney General to bring appro. 
priate actions against the railroad company for the judicial de 
termination of the questions that now exist and which are 
created by this legislation and to make reports on his work, 
One section directs the Secretary of the Interior to withhold 
his approval of the adjustment of the grants and related acts 
and to withhold the issuance of patents pending this litigation, 

The House has passed H. R. 17212, the House bill reported 
by the joint congressional committee embodying the plan for 
adjudication of the land grant dispute between the United 
States and the Northern Pacific. 


R. B. A. FEARS EFFECT OF COAL BILL 
The Traffic World Washington Bureay 


Apprehension that a federal railway pie commission and 
other commissions with power to regulate all “instrumentalities” 
of interstate commerce may come into existence if the coal 
regulation bill (S. 4490) of the United Mine Workers of Amer. 
ica becomes law, is voiced on behalf of the Railway Business 
Association by Frank W. Noxon, secretary, in a letter to Chair. 
man Watson, of the Senate interstate commerce committee, in 
opposition to principles embodied in the proposed legislation. 

“By some it has been claimed that federal jurisdiction may 
be exercised over the production of coal on the ground that 
coal is an instrumentality -of interstate commerce because con- 
sumed in railway locomotives,” says Mr. Noxon. “Others havé 
declared that, if coal production can be so controlled, the same 
authority could be asserted with like validity over the pro- 
duction of the firebox in which the coal is burned, the boiler 
in which the water is converted into steam, the chemical which 
softens the water, the locomotive itself as a whole, the cars, 
rails, switches, signals, ballast and bridges, the railway tele- 
graph and telephone, such essential supplies as food, china, and 
silver in the diner, pencils, pens, ink, typewriters, and stationery 
in the clerical offices, passenger tickets, time tables, freight 
tariffs and blanks, and the materials and parts indispensable 
to the fabrication, upkeep and use of all these instrumentalities 
of interstate commerce. 

“As business men the possibility of such an extension of 
control obligates our officers, they think, to urge upon the atten- 
tion of Congress some impressive reasons for anxiety. 

“Under this measure, if applied to all railway necessaries 
as well as coal, there would be a federal coal commission, 4 
federal locomotive commission, a federal car commission, 4 
federal rail commission, and so on, through the catalogue of 
‘instrumentalities’ until ultimately the demand for positions on 
these boards and their staffs would lead to subdivisions, such 
as a federal dining car commission or even a federal railway 
pie commission. 

“We have heard that some advocates of the bill protested 
against the conjecture that once coal was placed in commission 
other instrumentalities of interstate commerce would follow. 
It may be that they would not. Experience with a coal com 
mission might educate the public as did federal control of rail- 
ways. What we fear is that the tendency would spread before 
the lesson had been learned.” 


WESTERN DIVISIONS CASE 


The Commission has assigned No. 15234, divisions of freight 
rates in western and mountain-Pacific territories, for further 
hearing, April 15, at 10 o’clock, before Attorney-Examiner Disque, 
at the Hotel Sherman, Chicago, Ill., on indicated phases within 
defined scope. 

To the extent that the so-called transcontinental divisions 
are concerned, which are those that were the subject 
of the hearing beginning February 16, 1925, the record is to be 
brought up to date, so that the matter may be submitted, ac 
cording to the usual procedure, for formal determination. 

As to so-called trans-Missouri divisions, as to which 10 
testimony has yet been offered, Disque is to afford a full hear 
ing so that that question may be submitted for determination. 
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| Current Topics 


| in Washington | 
Tenet memmmmammmmammmmmmamantied 


Cows, Cartoons and Comic Strips for the Congressional 
Record —The spirit of innovation has come over members of 
the House of Representatives to such an extent that Repre- 
sentative Boylan (Democrat), New York, has proposed a resolu- 
tion for a joint committee of the two houses of Congress to 
think of ways to make the Congressional Record more readable. 
Mr. Boylan, urging that something be done, said that once, a 
number of years ago, the rule against pictures in the Record 
was lifted long enough to permit the publication of a picture 
of a cow. On his word it is here said that the circulation 
jumped noticeably when that was done. That particular issue 
was in great demand. It certainly would be lese majeste to 
suggest any connection between the picture of a female of the 
pos family and the wonder as to where the members obtain 
the stuff they speak, sometimes referred to by the name of 
the male of the species bos. Boylan made a speech about his 
resolution. It suggests that he was a bit peevish because the 
poss of the Record had not permitted him to publish, as part 
of his remarks, a cartoon showing, he said, the “horror” of the 
Michigan law under which the mother of 10 children may be 
sent to prison for life under a fourth minor offense against 
the dry laws.” Having been deprived of the opportunity to 
enliven the official publication in the manner indicated, Mr. 
Boylan proceeded to make remarks about the general character 
of the sheet. He referred to the publication which, he said, 
had been printed in the same way for the last 56 years, as being 
of the before the flood and before history period. What he 
suggested, indirectly, was that the staid old lady bleach her 
hair, use a lipstick and a rabbit’s foot loaded with red powder, 
put a bottle of gin in her stocking and learn to inhale a cigarette 
smoke. But his resolution was not acted on. So the Con- 
gressional Record will continue to be filled with the speeches 
of the statesmen in which they tell their constituents, at the 
expense of the constituents, how good they, the statesmen, are. 
It is believed that many constituents would be pleased to have 
the Record cut down in size, and freed of the blah-blah now 
constituting so large a part of it. But, at times, a stenographic 
record is a great comfort to the soul of one desiring to hang 
the hide of a congressman on the fence. It is frequently good 
for that purpose, notwithstanding the fact that members of both 
houses are at liberty to “edit” their remarks before even an 
initial printing. That editing sometimes has been done in such 
a way as to make an obnoxious utterance, actually made, seem 
wholly harmless. The Record could be reduced to reasonable 
size, not by the excision of the speeches of members, but by 
the exclusion of matter that has no business therein. For 
illustration, Senator McKellar, of Tennessee, has had published, 
in a recent number of the official newspaper, the detailed and 
therefore long protest and request for suspension of the Glenn 
tariff, referred to elsewhere in this issue, proposing new rates 
of sand, gravel, crushed and broken stone. It may be interesting 
throughout the United States, but, inasmuch as anyone inter- 
ested may find it in the files of the Commission, its publication 
looks like a waste of public money. It is true that many of 
the speeches are for the benefit of Buncombe County and have 
no value for anyone other than those in that county, if any 
for such. But the Boylan idea, if put into effect, it might be 
suggested, would result in members of the two houses filling 
the pages with the productions of amateurs in their districts. 
Failure of an editor appointed to make the paper readable, to 
include one of such productions in the paper, it is suspected, 
would mean decapitation. 








Plans for Getting More Money.—Anyone who thinks the rail- 
roads are not trying hard to retrieve their position as carriers 
of passengers and property, in competition with the passenger 
automobile and the truck, it is believed, might, with profit, stop, 
look, and listen. The container car service, on which the Com- 
mission is conducting hearings, is one move on the part of 
the freight people. The naming of freight trains and running 
them on schedules as rigid as those for passenger trains was 
a bid for patronage of men who had been lured to the truck by 
the fact that they could tell when their goods would arrive. 
The passenger people are also doing something, with the help 
of the operating people. The Southern Railway, months ago, 
converted some of its ordinary day coaches into more luxurious 
things without increasing the day coach fares. Now the Cen- 
tral of New Jersey has come along with its Blue Comet train, 
from New York to Atlantic City in three hours, with individual 
Seats like the extra fare parlor cars, on roller bearings such 
as the Milwaukee adopted several years ago, to tempt the 
Pleasure seeker to leave his gas buggy in the barn and travel 
by the older method, in greater comfort. The container car 
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inquiry is shot through with a suggestion that there has been 
graft for railroad officials in the furnishing of such equipment. 
Thereby the merits of the container method of shipping may 
be blurred. Its use is being opposed by jobbers—the most 
insistent advocates of a rigid fourth section. The container 
method of shipping is a direct appeal to the pocketbook of the 
shipper. The provision thus far made by the passenger de- 
partment is not so much an appeal to the pocketbook as to the 
desire for luxury. The passenger automobile, according to 
many who have kept books, furnishes transportation for four 
at a cost of between 6 and 7 cents a mile, or considerably 
less than the old 2 cents a mile passenger fare scale and much 
less than the 3.6 cents a mile scale now in effect. The ordi- 
nary idea has been that the automobile cost is about 10 cents 
a mile. The family passenger car is the one with which the 
railroads must compete for holiday-making. At present labor 
costs on the railroads they cannot do it unless they promote 
excursions, carrying complete loads, scheduled to go over routes 
that are interesting, regardless of whether the routes are on 
the rails of one or many railroads. The passenger automobile 
goes whither it listeth. Railroads, it might be suggested, will 
have to make arrangements for tours that will compete with 
the tours of the family car. And the old-fashioned sardine can 
idea of excursion trains will have to be abandoned. Each 
passenger will have to have a seat and good order and cleanli- 
ness will have to be maintained, if the passenger department 
is to compete for the holiday business with the family auto- 
mobile. And the rate a mile will have to be away down in 
the deep well. 





Commercialization of Inaugurations—While no president 
or president-elect has ever said he preferred a simple inaugura- 
tion ceremony because efforts to make money out of it jarred 
his sense of the fitness of things, it is suspected that that is 
the fact. The official ceremony consists of the president-elect 
taking an oath of office. Calvin Coolidge’s father, acting in 
his capacity as a justice of the peace, administered the oath 
to him on the night of President Harding’s death. Coolidge 
thereby became President just as certainly as he did when the 
oath was administered by the chief justice of the Supreme 
Court. Therefore, in law, there is no ceremony. It is only by 
custom that the chief justice administers it. A justice of the 
peace or any notary can do it as well. The Constitution says 
the President, before entry on the duties of his office, shall 
take such and such an oath. Administration of oaths, at the 
time that was written, was one of the functions of notaries. 
Hoover and every other man elected to the high office is fully 
aware of the fact about the validity of an oath administered 
by the most obscure notary public anywhere in this broad land, 
or even in a foreign country. A vice-president of the United 
States, for instance, took the oath in Cuba. He was too ill to 
come here. It is, therefore, no wonder, when a man who may 
possibly become a President of the United States notes, as he 
may now, a placard on a “grandstand” in front of the Court 
of Claims of the United States and on its land, reading, “seats 
on this stand for sale; inquire within,” decides that when he 
takes office there shall be no display warranting the posting 
of such an advertisement. 





The Far Extending Fourteenth Amendment.—Next to the 
commerce clause of the Constitution in its use as a shield and 
buckler stands the fourteenth amendment thereof, intended pri- 
marily to prevent states depriving negroes of the benefits sup- 
posed to flow from their emancipation from slavery. How far 
the courts of the United States will be able to make it go seems 
impossible even of approximation. In the little more than sixty 
years it has been in force it has been invoked probably as 
often as the commerce clause, particularly that part forbidding 
a state to deprive any person of life, liberty, or property with- 
out due process of law. The most recent illustration of its wide 
application is the decision of the Supreme Court in Frost vs. 
Corporation Commission of Oklahoma et al., holding that a 
certificate of public convenience and necessity issued to a 
cotton gin at Durant, Okla., is property of which the complain- 
ant has been deprived without due process of law. The law of 
Oklahoma requires gins, on the ground that they are public 
utilities, to obtain such certificates, except that cooperative gins 
may obtain such certificates without showing of public necessity 
such as other sorts of gins are required to obtain. When the 
cooperative gin in question applied for a certificate, the Okla- 
homa commission held that it had to grant the certificate with- 
out hearing. The certificated gin at Durant applied fer but 
was denied an injunction. On appeal to the Supreme Court 
that body said the certificate held by the complaining gin was 
property of which it was being deprived without due process 
of law and that the injunction should have been issued. Appar- 
ently, hereafter, there must be hearings and showings of neces- 
sity for cooperative gins when they desire to compete with gins 
that have received certificates of convenience and necessity. 
One of the jests about that part of the fourteenth amendment 
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has been that its benefits have been obtained by everybody but 
the negro. 


Sweet Are the Uses of Adversity.—The Board of Railroad 
Commissioners of South Dakota has earned the right to revise 
the hymn, “How Firm a Foundation,” so that the line will read 
“How Firm a Foundation Is Our Work.” It has just come 
through an investigation by the legislature with a certificate of 
character and industry the like of which no such body has 
received in recent years. Its troubles began when a governor, 
of a political faith contrary to that of a majority of its mem- 
bers, recommended that the board be abolished on his accusa- 
tion that the primary duty of the board, which he said was the 
preventing of exorbitant rates, in recent years had entirely 
passed out of the picture. The legislature would not take the 
governor’s word for it. It prompfly appointed a joint committee 
of five to make inquiry into the matter. That committee, ac- 
cording to a bulletin sent out by John E. Benton, general sec- 
retary of the National Association of Railroad and Utilities 
Commissioners, has made a report. Instead of upholding the 
governor’s charge, the committee, in effect, has officially ob- 
served that the governor did not know what he was talking 
about or did not say what was true when he made the charge. 
From the entire record, the committee said, it desired to report 
that, in its opinion, the board was organized on a sound and 
economical basis; that the commissioners and employes were 
capable, efficient, and untiring in the performance of their 
duties, powers, and responsibilities imposed by the law on the 
commission. In conclusion it recommended that the commission 
be continued and that the legislature give consideration to the 
advisability and wisdom of providing it with sufficient funds. 
In addition, the committee said the commission was overworked 
and that there never was a time in the history of the state 
when its activities were more needed than now.—A. E. H. 


HOCH-SMITH METALS 


The Trafic World Washington Bureau 


The Commission has broadened No. 17000, part 12, Hoch- 
Smith non-ferrous metals, now covering only spelter, so as to 
cover copper and lead, and the ores, concentrates, and sec- 
ondary sources of all those metals. Domestic, import and ex- 
port rates will be covered by the inquiry. A part of the inquiry, 
says the announcement, will be to determine whether or not 
these commodities are sustaining their appropriate share of the 
general transportation burden. The Commission says hearings 
in this case will probably not be begun for about 90 days. 


HOCH-SMITH CHALLENGE CASE 


The Traffic World Washington Bureau 


Argument was heard this week by the Supreme Court of 
the United States, in No. 273, Ann Arbor Railroad Co. et al. 
vs. United States et al., the so-called Hoch-Smith challenge case 
arising from the Commission’s decision in No. 19130, California 
Growers’ and Shippers’ Protective League vs. Southern Pacific 
et al., under which the rates on deciduous fruits, other than 
apples, from California to the east were reduced. The principal 
reduction involved was that of from $1.73 to $1.60. 

The case is on appeal from the federal court for the north- 
ern district of California, which refused to enjoin the Com- 
mission’s order as sought by the railroads. Herman Phleger 
argued for the railroads; J. Stanley Payne, assistant chief 
counsel of the Commission, for the Commission, and Allan P. 
Matthew, for the California Growers’ and Shippers’ Protective 
League. 

The contention of the carriers was that the Commission 
had misconstrued the Hoch-Smith resolution in that it held that 
a rate that yielded the carrier an amount slightly above oper- 
ating expenses was a lawful rate. Another point made on be- 
half of the carriers was that the Commission construed the 
resolution as requiring it to reduce an existing rate on agri- 
cultural products, notwithstanding that the existing rate was 
reasonable and otherwise lawful. The carriers contended also 
that the Commission had construed the resolution as authorizing 
it to regulate industry through the medium of regulating rates 
and to base rates, not on approved and accepted principles of 
rate-making, but on whether the shipper was or was not con- 
ducting his business at a profit. Such was not a proper con- 
struction of the resolution, said the carriers, but, if it was, the 
resolution was unconstitutional, as it constituted regulation of 
industry and not of commerce. 

Mr. Payne, in the half hour assigned to him, had little op- 
portunity to proceed in a direct line with his argument because 
of questions from the bench. He was interrogated by Justices 
Van Devanter, McReynolds, Butler, Sutherland and Brandeis. 
Justices Van Devanter, Butler and McReynolds directed their 
questioning particularly to the point as to the effect of the 
Hoch-Smith resolution on the fixing of reasonable rates under 
the interstate commerce act. Mr. Payne argued that, under 
the resolution, ‘the Commission could fix the lowest possible 
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lawful rate compatible with the maintenance of adequate 
portation and that such a rate came at the bottom of the 
of reasonableness. He insisted, however, in the instant rn 
the rates fixed by the Commission could be supporteq by the 
provisions of the interstate commerce act as reasonable rat ‘ 
He also said, in answer to questions, that the Commission Zs 
held that the Hoch-Smith resolution had set no standarg of la 
fulness of rates new or different from that already provided 
by the interstate commerce act. ed 
In his brief, Mr. Payne argued in support of the conte 
tions that the Commission found upon the record before it that 
the rates were unreasonable; that the finding was Supported 
by substantial evidence; that the Commission correctly inter. 
preted the Hoch-Smith resolution; that the Commission did ng 
interpret the resolution as impliedly repealing section 1a: that 
the rate reductions prescribed by the Commission would not 
seriously affect the carriers’ revenue; that the contention that 
the Commission construed the resolution as authorizing it to 
fix a rate yielding revenue “only slightly above operating ge. 
penses” was unfounded; that the report showed that the Com. 
mission exercised only its statutory power to regulate rates 
and that it did not attempt to regulate the fruit industry, and 
that the prescribed rates were not shown to be confiscatory byt 
that on the contrary the evidence indicated they would yieyg 
a substantial profit. 


HOCH-SMITH FURNITURE 


Rebuttal testimony, the last step toward closing the recorg 
was taken this week in No. 17000, part 5, Hoch-Smith furniture 
by Examiner Barclay. The investigation has been in the hear. 
ing stage since May, 1928. The railroads in their testimony 
in rebuttal to the testimony of the shippers took the position 
in general, that the proposals of the shippers would cause too 
great a reduction in their revenue to be accepted by them with. 
out the most vigorous objection. 


D. T. Lawrence, speaking for the eastern lines, offered 
exhibits to which H. E. Manghum, attorney for the New England 
Traffic Committee, objected on the ground that they violated 
the part of the law forbidding the disclosure by a railroad of 
facts about the business of a shipper in that the names of 
shippers were disclosed in the testimony and the destinations 
of particular shipments in the exhibits so that taken together 
the business of particular shippers would be revealed. 


Examiner Barclay ruled that it was not within his duty to 
undertake to say whether there was or was not a violation of 
that part of the law intended to preserve the business secrets 
of shippers but that the question for him to decide was whether 
the facts were relevant. On the ground that they were he per- 
mitted the exhibits to remain in the record. Mr. Manghum 
noted an exception. 


S. W. HOCH-SMITH OIL RATES 


The Commission, in No. 17000, part 4-A, southwestern 
Hoch-Smith refined petroleum rates, has announced that Ex- 
aminers Fuller and Peyser will hold a conference, at the Ma- 
jestic Hotel, Hot Springs, Ark., March 28, with committees 
representing the shippers and carriers and with representatives 
of the state commissions taking part in the case. The purpose 
of the conference is to give the parties an opportunity to recon- 
cile their differences and reduce, in so far as possible, the num- 
ber of issues to be determined in these proceedings. To that 
end, the Commission said that on or before March 15, the car- 
riers would serve on all parties appearing at the recent hearing 
in Dallas, Tex., Tulsa, Okla., and Kansas City, Mo., their tenta- 
tive proposals as to future rates on this refined petroleum 
within the southwest. 


This conference, according to the Commission’s announce 
ment, will be in accordance with an understanding reached at 
the conclusion of the recent hearing at Kansas City, Mo. Fur 
ther plans in respect of the matter are set forth in the follow 
ing, taken from the announcement, the plural being used by 
the Commission so as to cover the cases joined with the Hoch- 
Smith inquiry: 


The above-entitled proceedings are assigned for further hearing 
at 10 o’clock a. m. Standard time, before Examiners Fuller and Pey- 
ser, on the dates and at the places named: April 1, 1929 Hotel St. 
Charles, New Orleans, La.; April 8, 1929, Adolphus Hotel, Dallas, Tex.; 
April 15, 1929, Kansas City Athletic Club, Kansas City, Mo. 

Separate announcements will be made by the respective state 
commissions as to the proceedings before them which are being han- 
dled under the cooperative plan with the proceedings before this Com- 
mission. 

The hearing at New Orleans will be devoted primarily to consid- 
eration of rates to destinations in the Mississippi Valley. Both ship- 
pers’ and carriers’ evidence as to these rates should be submitted at 
that hearing. 

All the carriers’ evidence as to rates within the Southwest, includ- 
ing rates to east bank points, should be submitted at the hearings at 
Dallas and Kansas City. The hearing at Kansas City will be devoted 
primarily to evidence in defense of complaints assailing rates to desti- 
nations in Missouri and to such other evidence as may be submitted 
by the northern lines. All rebuttal testimony of the shippers sho 
likewise be submitted at the hearings now assigned. It is expect 
that these will be the final hearings in these proceedings. 
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SOAP REVISION REVISED 


On further consideration in No. 18158, Iowa Soap Company 
ys. Burlington et al., No. 17742, Palmolive Company vs. Santa 
Fe et al., and a sub-number, Swift & Co. vs. Same, the Com- 
mission, by division 4, has come to the conclusion that the re- 
yision it ordered in 144 1. C. C. 158, on soap and related arti- 
cles, carloads, from Burlington, Ia., to points in the southwest, 
is in need of revision. The modified revision is to be put into 
effect not later than April 25. It is to supersede the revision 
ordered in the report dated June 19, 1928. 

In the former report the division found that the rates on 
soap and related articles from Burlington to points in Kansas 
were unduly prejudicial to Burlington and unduly preferential 
of St. Louis to the extent that the rates from the Iowa point 
exceeded those from St. Louis. The division also said that be- 
cause of the elimination of the findings in Consolidated South- 
western Cases, 123 I. C. C. 203, as to rates from the southwest- 
ern gateways to southern Missouri and Kansas, the No. 9702 
scale basis established as a result of Procter & Gamble Dis- 
tributing Company vs. St. L.-S. F., 101 I. C. C. 563, would con- 
tinue to apply unless required in this proceeding to be changed. 

“This statement,” says Commissioner Woodlock, author of 
this report on further consideration, “was not entirely correct, 
as the elimination in question related only to the requirement 
for the establishment of the prescribed maximum reasonable 
rates, no change having been made in the finding of undue 
prejudice.” 

The Commission, in this consideration of the matter, said 
that in most instances the rates established from Burlington to 
points in Kansas were not in excess of reasonable rates, nor 
were they unduly prejudicial to Burlington or unduly preferen- 
tial of St. Louis or Kansas City, Mo. Therefore the part of 
the finding in the original report to the effect that the rates 
from Burlington to points in Kansas were and for the future 
would be unduly prejudicial to Burlington and unduly pref- 
erential of St. Louis has been withdrawn. 

In the former report, Mr. Woodlock said that no finding 
was made in respect of rates from Burlington to destinations 
in Louisiana and Arkansas. Those rates, however, were re- 
vised on July 14 last. The Commission said they appeared to 
be reasonable and fairly related to those from St. Louis, Chi- 
cago and Kansas City. 

Another finding in the former report was that the rates 
from Burlington to destinations in Texas and Oklahoma were 
unreasonable to the extent that they exceeded rates on the 
same basis as from Quincy, IIl., under the finding in the sup- 
er report in the Consolidated Southwestern Cases, 139 
. €. C. 535. 

Upon reconsideration the Commission announced the con- 
clusion that to accord Burlington the same rates as Quincy to 
the whole of Texas and Oklahoma would result in rates on the 
average less than reasonable and improperly related to those 
from St. Louis, Chicago, and other points specifically covered 
by the findings in the Consolidated Southwestern Cases. There- 
fore that part of the findings in the original report to the effect 
that the rates on soap and related articles from Burlington to 
destinations in Oklahoma and Texas were and for the future 
would be unreasonable to the extent they exceeded or might 
exceed rates on the basis prescribed in the Consolidated South- 
western Cases from Quincy was withdrawn. 

Substituted for it is a finding that the rates are and for the 
future will be unreasonable to the extent they exceed or may 
exceed the rates shown in column No. 35, in Appendix 13 to 
the original report in the Consolidated Southwestern Cases, 
opposite the first class, column No. 100, rates shown in that 
table, which, according to the report, are the same as first class 
rates determined by adding to the first class rates from St. 
Louis to Texas and Oklahoma destinations the first class dif- 
ferentials. The differentials are shown in a table in the re- 
port but are not herewith reproduced. In all other respects 
the former findings are affirmed. 


RAIL-AND-WATER ADJUSTMENT 


The Commission, by division 3, in I. and S. No. 3136, class 
and commodity rates via Baltimore & Carolina Steamship Co. 
of Baltimore City, has found not justified the proposed can- 
cellation by the Baltimore & Carolina Steamship Co. of par- 
ticipation in joint through class and commodity rates between 
Baltimore, Md., and specified southeastern points, and proposed 
reduced proportional class and commodity rates between Balti- 
more and Philadelphia, Pa., on the one hand, and Charleston, 
S. C., on the other, ordered the schedules canceled and dis- 
Continued the proceeding as to them. 

The Commission, however, has found justified the proposed 
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new proportional class and commodity rates between Baltimore 
and Philadelphia, on the one hand, and Jacksonville, Fla., on 
the other, and between Jacksonville and Miami, Fla., for ap- 
plication on interstate traffic and vacated its orders of sus- 
pension. 

Upon protest of the Southern Freight Association, on behalf 
of the rail and coastwise steamship lines in its membership, 
the schedules were suspended for investigation. Prior to, at 
and subsequent to the hearing, the steamship company moved 
to have the suspension orders vacated. It contended that the 
Commission had no power to prescribe minimum rates for 
transportation by water not under common -control with rail 
carriers. Fhe Commission said it had no power to require the 
cancellation of the suspended schedules solely on the ground 
that the rates named were too low. The protestant said the 
proposed rates would disrupt the adjustment made by the Com- 
mission in the Southern Class Rate Investigation. 

The Commission found that the cancellation of the respond- 
ent’s participation in joint rates and the substitution therefor 
of the new proportionals would cause increases to some points. 
It said the higher rates would be higher than the reasonable 
maximum prescribed in the class rate investigation. It further 
said that the proportional rates between Baltimore and Phila- 
delphia, on the one hand, and Jacksonville, on the other, pro- 
posed on traffic moving from or to Baltimore or Philadelphia 
and from and to points on connecting carriers reached via 
Baltimore or Philadelphia destined to or originating at interior 
points beyond Jacksonville, when used in combination with rail 
rates would result in rates which were lower than the through 
all-rail and rail-and-water rates found reasonable in the south- 
ern class rate investigation and equal or lower than the through 
rail-and-water rates maintained by competing water carriers 
in connection with rail carriers. For illustration, the report, in 
a table, showed that the first class rate from York, Pa., to 
Jacksonville, Fla., would become $1.045 over the route of the 
proposing water carrier, while the all-rail rate would be $1.93, 
the rail-and-water rate prescribed in the southern class rate in- 
vestigation would be $1.81, and the rail-and-water rates via 
the Clyde and Merchants & Miners lines would be $1.38. The 
spread between the all-rail rate from Wilmington, Del., and the 
rate via the proposing steamship line would be 98.5 cents per 
100 pounds, the all-rail rate being $1.93, and the Baltimore & 
Carolina rate, 94.5 cents. 


FOURTH SECTION LUMBER RULES 


Adhering to the letter of the equidistant clause of the 
fourth section, the Commission, in fourth section application 
No. 12725, has laid down a construction of that part of the law 
which Commissioner Eastman, not classed as an ultra con- 
servative, says “will pervert its intent so that the statute will 
in this respect become an instrument of public annoyance, if 
not of oppression.” 

That declaration was made in a dissent in which Mr. East- 
man said he was authorized to say Chairman Lewis and Com- 
missioners Meyer, Aitchison and Porter joined. 

The decision, a six-to-five conclusion, overrules recent de- 
cisions granting fourth section relief so as to permit the rail- 
roads to preserve the grouping system which is a distinguishing 
feature of the rate structure of the country. Issuance of a 
fourth section order allowing relief so as to preserve the group- 
ing system, in connection with the decision in the Southern 
Class Rate Investigation, Commissioner Eastman estimated, 
saved the railroads from the necessity of publishing 128,000,000 
separate rates. By giving relief from the equidistant clause 
in that case, he said the carriers were able to keep down their 
publications to about 2,000,000 rates. 


Relief from the equidistant rule, in the opinion of the dis- 
senters, is warranted for the preservation ‘of the grouping sys- 
tem of stating rates. Refusal of relief, according to Mr. East- 
man, tends to force the railroads to the publication of point- 
to-point rates throughout the country. Hundreds of millions 
of rates would have to be published or the shippers remitted 
to the distance scales to find out what rate was to be paid. 

“The results accomplished at the expense of a great waste 
of time and money,” says the Eastman dissent, “will not serve 
any useful purpose.” 

In the fourth section application dealt with in this report 
the carriers asked for permission to continue rates on lumber 
from the Pacific south coast (Arizona, California, Nevada, New 
Mexico, Oregon and Utah), to destinations in central territory, 
without observing the provisions of the fourth section. 

Commissioner McManamy, who wrote the report, said there 
were no departures on the direct routes. The desire was to 
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continue the rates over the indirect routes, many of which pass 
through higher-rated groups to destinations in lower-rated 
groups. 

The applicants denied that they were asking for relief 
on account of circuity. They asserted that the basis or neces- 
sity for the relief sought was a desire on their part to main- 
tain existing group arrangements and that fourth section relief 
subject to the equidistant clause would disrupt the groups, 
eliminate some routes, and necessitate a tremendous amount 
of tariff work in determining equidistant points and fixing rates 
thereto. Mr. McManamy said that if it were not for the fact 
that the applying carriers operated over circuitous routes, they 
would not need, and therefore would not seek, fourth section 
relief, as traffic over all direct lines passed through points 
within the lower-rated groups to reach destinations in higher- 
rated groups. Therefore he treated the applications as peti- 
tions for relief on account of circuity. 

Relief is granted, by fourth section order No. 10015, issued 
in response to the application, by B. T. Jones and R. H. Coun- 
tiss, agents for the indirect lines. Only 334 per cent of cir- 
cuity is allowed. That is to say, lines having circuity greater 
than one-third must either conform to the letter of the long 
and short haul part of the fourth section or definitely close 
their freight houses to traffic intended for points where a 
shorter line or lines maintain lower rates than they desire to 
maintain at intermediate points on their rails. Their rates 
must be subject to the equidistant rule when they come within 
the permissible limit of circuity. 

Commissioner Woodlock, concurring, said there was no 
doubt that the relief here requested was, in fact, based upon 
the ground of circuity. There was no doubt, he said, that the 
law plainly said that relief might be granted on account of 
circuity only in accordance with the terms of the equidistant 
clause. 

‘No course is open to us, therefore, other than attachment 
of that condition to the grant of relief,’ says Mr. Woodlock. 
“The inconveniences that may result from the grant thus con- 
ditioned are the necessary consequences of the law as it 
stands.” 

Mr. Woodlock said it might be of interest to note that the 
instant case brought into clear relief what he said he might 
term a species of conflict between the equidistant clause of the 
fourth section and the fundamental principle upon which the 
greater part of that section was based. The prohibitions of 
that, he said, had for their sole object, nothing more than 
the exclusion of undue prejudice or unjust discrimination be- 
tween localities. The main object, he said, of sections 2 and 3, 
was of course, the same. Section 4, therefore, he said, was no 
more than a special expression or attempt at expression, of the 
underlying principles of sections 2 and 3. 

“Its effect, however,” says he, “as illustrated in this case 
may be actually to produce a violation of those sections. The 
greuping theory is a common phenomenon in the rate structures 
of the country. It is the very essence of this theory (not 
always, of course, realized in practice) that the grouping of 
localities be such that no undue prejudice or discrimination 
shall result therefrom. Yet, such a grouping might (as the 
grouping here apparently does) conflict with the grouping that 
would be required by the equidistant clause. In such case, 
the latter grouping might, in fact (as it probably would here) 
if adopted, produce the very prejudice that the fourth section 
is designed to exclude. The fact is that the equidistant clause 
of the fourth section virtually lays it down as a principle that 
a mere rate difference does in fact produce undue prejudice 
or unjust discrimination. This principle, of course, is not rec- 
ognized as sound in cases arising under sections 2 and 3. That 
it is inherent in that clause of section 4, as it stands, may or 
may not have been fully in the mind of Congress when it en- 
acted it. Unsound as it is, it is, however, seemingly, the law.” 

The majority said that if the Commission might disregard 
the facts in this case, about circuity and base any relief author- 
ized not upon circuity, but upon the applicants’ desire to main- 
tain groups, then it might, with equal propriety, disregard the 
facts in all cases, even including point-to-point adjustments, and 
base relief upon any fictional ground that it might suit the car- 
rier’s convenience to suggest, and thus render the equidistant 
clause wholly inoperative. 

That the Commission fully recognized that by this decision 
it was reversing what had heretofore been done is shown by 
the report. Commissioner McManamy said that a few of the 
Commission’s recent decisions supported the contention of the 
applicants that the Commission had authority to waive the 
equidistant clause in proceedings such as this. To illustrate 
that point he quoted Class and Commodity Rates between West- 
ern Points, 104 I. C. C. 578, and Class and Commodity Rates 
to Eastern Territories, 144 I. C. C. 28. 

“It is well-settled,” says Mr. McManamy, “that we are not 
bound by our prior decisions in similar cases. This is especially 
true in this instance because the cases cited do not establish 
any definitely settled interpretation of the equidistant provision. 

“Under relief subject to the equidistant provision the ap- 
plicants undoubtedly will be put to some inconvenience in 
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determining the equidistant points and in fixing rates to tho 

points; and it may be that relief subject to the equidistant 
clause will eliminate some circuitous routes and compel gom 
rearrangement of groups, but we were recently reminded that 
‘inconvenience’ or ‘hardships’ that may result from Provisions 
of the law will not justify our failure to follow the statute as 
written. United States et al. vs. Missouri Pacific.” Subiago 
Case, see Traffic World, January 5, p. 24.) 

Commissioner Eastman, in his dissent, contended that pre- 
servation of groupings constituted a public interest watrantin 
the Commission in giving relief. He wanted to know wae 
would be accomplished by all the expenditure of time and 
money. Group adjustments, he said, had been found by the 
Commission to produce reasonable and non-prejudicial bagegs of 
rates. 

Answering his own question, he said that all that would be 
accomplished would be their complete reconstruction with a 
more meticulous regard for distance at small local points and 
along lines which practically no shippers were advocating, ang 
a tremendous increase in the volume of tariff publications to 
the practical disadvantage of all concerned. 

“Surely avoidance of such disruption of reasonable and 
convenient rate groups,” says Mr. Eastman, “is plainly not only 
in accord with but demanded by the public interest. It is 
therefore a ground for granting fourth section relief which, ip 
the discretion which the law has given us, we may properly 
recognize and act upon.” 

Mr. Eastman called attention to the fact that the relief 
granted in the southern class rate case, 100 I. C. C. 518, the 
vote of the Commission was unanimous and that there were 
cases in which relief had been voted which had not been mep- 
tioned by the majority. 


RAILWAY MAIL PAY 


An increase in the rates of railway mail pay for the Denver 
& Salt Lake, to date from August 1, 1927, has been granted 
in No. 9200, the railway mail pay case. The Commission, by 
division 5, upon reexamination of the rates the government has 
been paying that railroad, has found that the existing rates 
are not fair and reasonable. 

In this same report, also upon reexamination, the Commis- 
sion has found the rates that are being used in the determina- 
tion of pay for 12 short lines in intermountain and Pacific coast 
territory are just and reasonable. 

With respect to the rates for other short lines in the moun- 
tain and Pacific territory, the Commission has affirmed, upon 
further hearing and reconsideration, the findings in Railway 
Mail Pay, 120 I. C. C. 439, that some of the rates were unrea- 
sonable and some were not. 

The Commission has granted the request of the Post Office 
Department for the establishment of additional units of space 
graded in steps of three feet and modified the rule with respect 
to authorizations of larger units of space when smaller regu- 
larly autuhorized units are exceeded on 50 per cent or more of 
the trips in any calendar month. It has also modified the rule 
for computing miles of service of storage cars and lesser units. 
Former reports in this case are in 56 I. C. C. 1, 95 I. C. C. 493, 
and 120 I. C. C. 439. Findings for the future are effective March 1. 

Failure of the Denver & Salt Lake and the Post Office De 
partment to renew a contract that had been in effect from 
1923 to 1926 left in operation the rates of pay, after August 1, 
1927, those established by the Commission in December, 1919. 
For the reason that the Denver & Salt Lake was operating 
under the exceptional condition brought about by the failure 
to renew the contract, and for other reasons, it was excluded, 
at its own request, from the findings and order of July 10, 
1928, Railway Mail Pay, 144 I. C. C. 675. The other reasons 
were the unusual physical conditions encountered on that road. 
The Commission found that the fair and reasonable basis on 
and after August 1, 1927, to February 28, 1929, would be 30 
cents per mile for the 3-foot apartment car, 56 cents for the 
60-foot storage car, 16 cents for the 15-foot storage car, 9 
cents for the 7-foot storage space and 5 cents for the 3-foot 
storage space. Typical rates for the future are: 54 cents for 
the 60-foot railway post office car; 30 cents for the 30 foot 
apartment car; 5 cents for the 3-foot storage space; 20 cents 
for the 15-foot closed pouch space and 6 cents for the 3-foot 
closed pouch space. 

The question of the rates for the group of 12 mountain- 
Pacific short lines, as to which the Commission found the pres 
ent rates fair and reasonable, was raised by the Post Office 
Department. Their rates were established January 22, 1925, 
in 95 I. C. C. 493. The 12 short lines protested against the 
proposed use of either measured space or space determined 
upon the count basis without regard to the space authorized. 
They insisted that the authorized basis was the only proper 
one because the space authorized was the space they were 
obligated to furnish, regardless of how much mail might be 
carried. The Commission said that a study of the cost statis- 
tics showed that the compensation was fair and reasonable 
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nether the authorized space or the measured space basis was 

: d. Therefore it said it would make no changes except to 
vatablish rates for additional units of space as required by the 
department. . ; ; 

As to the third and remaining group of short lines the 
commission could find nothing in the additional testimony re- 
quiring it to modify its findings in 120 I. C. C. 439. 

The additional rates prescribed for short lines, it is believed, 
are typified by the following: 

For the 60-foot railway post office car, for railroads more 
than 100 miles long, 67.5 cents per mile; for the 30-foot apart- 
ment car, 87.50 cents; for the 3-foot storage space, 6.25 cents, 
for the 3-foot closed pouch space, 7.50 cents. 

For separately operated railroads not more than 100 miles 
jong nor shorter than 50 miles: For the 60-foot R. P. O. car, 
gi cents per mile; for the 30-foot apartment car, 45 cents; for 
the $foot storage space, 7.50 cents; and for the 3-foot closed 
pouch space, 9 cents. 

For separately operated railroads less than 50 miles in 
length: For the 60-foot R. P. O. car, 101.25 cents; for the 30- 
foot apartment car, 56.25 cents; for the 3-foot storage space, 
950 cents; and for the 3-foot closed pouch space, 11.25 cents. 

The list of short lines for which the foregoing are prescribed 
begins with the Bingham Garfield and ends with the Trona 
ailway. 

. For another group, consisting of the Amador Central, Mount 
Hood, New Mexico Central, Tonopah & Tidewater, Deep Creek, 
Arizona Southern, Central of Oregon, Death Valley and Holton 
Inter-Urban, the following, believed to be typical, are prescribed: 

For railroads more than 100 miles in length, for the 60-foot 
R. P. O. car, 33.75 cents; for the 30-foot apartment car, 18.75 
cents; for the 3-foot storage space, 3.25 cents; and for the 
3foot closed pouch space, 3.75 cents. 

For railroads not exceeding 100 miles in length nor shorter 
than 50 miles, for the 60-foot R. P. O. car, 40.50 cents; for the 
30-foot apartment car, 22.50 cents; for the 3-foot storage space, 
375 cents; and for the 3-foot closed pouch space, 4.50 cents; 
for separately operated railroads shorter than 50 miles, for the 
§0-foot R. P. O. car, 50.50 cents; for the 30-foot apartment car, 
28.25 cents; for the 3-foot storage space, 4.75 cents; and for 
the 3-foot closed pouch space, 5.75 cents. 

Chairman Lewis concurred in the findings except that in- 
creased rates should be established for services rendered prior 
to the date of the decision; that is, he concurred in everything 
except the retroactive character of the finding. The question 
of the power of the Commission to make a retroactive finding 
is in the courts. The chairman dissented on that point in 
Railway Mail Pay, 144 I. C. C. 675. 


and 


DIRECTOR-GENERAL COAL CASES 


The Commission’s general rule of practice that a case may 
not be reopened after the lapse of 60 days after the service 
of the report therein, the Commission has ruled, does not apply 
when it reopens a case on its own motion. The ruling has 
been made in No. 11218, Wilbur Lumber Co. et.al. vs. Director- 
General, Pittsburgh, Cincinnati, Chicago & St. Louis et al., 73 
I, C. C. 152, decided July 26, 1922. The Commission, on its own 
motion, reopened this case, November 18, 1927. 


Complainants made the point that a case might not be 
reopened on the Commission’s own motion after the lapse of 
60 days after the service of the report. They pointed to rule 
XV (e) of the Commission’s rules of practice wherein the 60- 
day limit was prescribed. The Commission pointed to section 
16 (6) of the interstate commerce act authorizing it to suspend 
or modify its orders upon such notice or in such manner as it 
might deem proper. 

; As a result of the further hearing, respecting rates on 
bituminous coal from mines in Illinois and Indiana to destina- 
lions in Illinois and Wisconsin, the Commission has found that 
the reparation order of February 8, 1926, entered against the 
Director-General, as a result of the further hearing following 
= I. C. C. 152, is erroneous in certain parts. It has directed 
“mae to file amended rule V statements. It was not able 
iin etermine, from the record, the correct amounts of repara- 

on due in the instances where the awards have been protested 
by the Director-General. 

Ph sare were made between July 1, 1917 and June 24, 1918, 
aa ates inclusive. The general complaint was about the appli- 
sa of the rule for the making of rates by combination. There 
ao when this hearing was had, as to the proper 
inf od by which reparation was to be calculated. For the 
ormation of the parties the Commission found that, in ac- 
ame with its prior findings, reparation should be figured 
It the basis of the combinations on Peoria or Chicago, as of 
een 30, 1917, plus a single increase of 15 cents per ton on 
: ag prior to June 25, 1918, and plus single increases of 
ents and 30 cents after June 25, 1918, as applied to the 
aggregate of such combinations. 
Upon receipt of the amended certified statements as to 
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shipments, the Commission said it would give ‘consideration 
to the entry of an appropriate order. 

This report also embraces No. 10245, Wilbur Lumber Co. 
et al. vs. Director-General, Santa Fe et al.; and No. 11230, F. C. 
Mintzloff et al. vs. Same. 


HOCH-SMITH VEGETABLE RATES 


Using the Hoch-Smith resolution as its authority for so 
doing, the Commission, in a report written by Commissioner 
Brainerd, in No. 14092, South Carolina Produce Association vs. 
Aberdeen & Rockfish et al., and the large number of cases 
joined with it, on further hearing, has ordered a reduction in 
rates on vegetables from points in South Carolina and in North 
Carolina to destinations in eastern trunk line and New England 
territories. The reduced rates are to be made effective not 
later than April 8. 

While the report seems to cover complaints all of the same 
character, there are really three cases. In two of them the 
Commission found the rates under attack too high. In the 
third the rates were not found out of line with the law and the 
complaints were dismissed. 

In the case involving rates from North Carolina the Com- 
mission said the readjustment was far-reaching, involving both 
increases and reductions. In the complaints pertaining to North 
Carolina rates the Commission said that it was denying repara- 
tion on several grounds. It said that, as a general rule, it had re- 
fused to- award reparation where a general readjustment was 
the principal question in issue. 

“Moreover,” continues the report, “in view of the fact that 
the rates which we propose to prescribe will be, in our judg- 
ment, the lowest possible lawful rates which may properly be 
prescribed, under the evidence in this case, such a standard, 
prescribed for the future, cannot be accepted as a standard of 
reasonable rates in the past. That resolution (Hoch-Smith) 
directs us to take into consideration the economic necessities 
of a shipper when fixing a rate structure. 

“Rates made in contemplation of that resolution are less 
than maximum reasonable rates. This inevitably follows from 
the provision of the law. A certain zone of reasonableness is 
created within the limits of which any rates so falling must 
be considered reasonable. We can prescibe such a basis for 
the future; but if we have settled upon the measure of such 
a rate, taking into consideration the provisions of the resolu- 
tion, it is clear that a rate arrived at upon such consideration 
is not a maximum reasonable one. If such be true, it is unsound, 
automatically, to take a rate found reasonable for the future 
in the light of the Hoch-Smith resolution and prescribe it in 
the past as a basis for reparation, because to do so would be 
to award damage down to a basis of a rate which admittedly 
is lower than a reasonable maximum.” 

The initial paragraph in the conclusions stated by Com- 
missioner Brainerd is that “the evidence shows that there is 
an agricultural depression in the Carolinas and the conclusions 
set forth herein have been reached after giving full weight to 
the provisions of the Hoch-Smith resolution.” 

Commissioner Farrell, concurring in part, said that the re- 
lief granted was not adequate. 

“To my mind,” said he, “the complainants have amply 
shown that they are entitled, under the provisions of the Hoch- 
Smith resolution, to more substantial relief than is accorded to 
them.” 

Commissioner Eastman, dissenting in part, said he had no 
objection to what had been done in this case with respect to 
rates for the future, if it were regarded as a report of progress 
leaving the final level of the rates still open for consideration 
in connection with their proposed adjustment to the 100-pound 
basis. His view was that the estimated weights approved by 
the Commission in Fruits and Vegetables, 43 I. C. C. 291, for 
application in connection with shipments from the Mississippi 
Valley points should be used in connection with shipments from 
the Carolinas at least until the carriers showed that they were 
wrong. 

As to the Hoch-Smith part of the case, he pointed out that 
in this case the Commission was doing no more for the smaller 
package rates from North Carolina than it had done in the 
South Carolina cases, 107 I. C. C. 613, in which, he said, rep- 
aration was awarded. It was not based on the Hoch-Smith 
resolution, he said. 

“Here precisely similar reductions from the North Carolina 
points,” said he, “are said to be based on that resolution (Hoch- 
Smith) and reparation is denied. How the conclusion was 
reached that the reduced rates will be the ‘lowest possible law- 
ful rates’ does not clearly appear. They are based on the de- 
fendants’ voluntary rates per barrel and are relatively higher 
than many other compared rates.” 

Commissioner McManamy, also dissenting, said he did not 
agree with the declaration of the majority that the conclusions 
set forth by it had been reached after giving full weight to the 
provisions of the Hoch-Smith resolution. 

“The Hoch-Smith resolution,” said he, “was not approved 
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until after the complaints had been filed and the evidence which 
was considered by division 4 in the previous reports had been 
presented and no mention of the Hoch-Smith resolution was 
made in those reports. The reasonable inference, therefore, is 
that the rates prescribed by division 4 were maximum reason- 
able rates. In any event it is certain they do not reflect the 
‘lowest possible lawful rates compatible with the maintenance 
of adequate transportation service. On further hearing com- 
plainants have presented evidence with respect to the economic 
condition of this industry that in my opinion fairly establishes 
their right to further relief.” 

The findings and the appendix, B, establishing the new 
bases, are as follows: 


Upon consideration of the evidence we find that the rates on 
vegetables not otherwise specified from the Meggetts, St. Andrews, 
Wadmalaw, Beaufort, and Charleston districts of South Carolina to 
the Boston and New Haven groups for the future will be unreasonable 
to the extent that they exceed or may exceed 106 cents per barrel. 
We further find that no reasons exist for further modifying the con- 
clusions reached in our former reports in the South Carolina cases 
except as noted in the succeeding paragraph. With such qualifications 
our findings are affirmed in Nos. 14092 and Sub-No. 1, and 14597. 

In No. 14597 we find that the rates assailed from Ridge Spring, 
Trenton, and Williston on asparagus prior to August 15, 1923, were 
unreasonable to the extent that they exceeded the rates which became 
effective on that date; that in so far as complainants’ members 
have made interstate shipments and paid the charges thereon at 
the rates found unreasonable they have been damaged thereby in 
the amount of the difference between thé charges paid and those 
which would have accrued at the rates found reasonable and that 
they are entitled to reparation with interest. These shippers should 
comply with Rule V of the Rules of Practice. 

In No. 18283 and Sub-No. 1 we find that the refrigeration charges 
assailed from South Carolina points to destinations in Canada were 
unreasonable to the extent that they exceeded 85 per cent of the con- 
temporaneous refrigeration charges on the same character of traf- 
fic from Florida producing points to the same destinations; that in 
so far as complainants have made shipments and paid the charges 
thereon at the charges found unreasonable, they have been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the charges found reason- 
able, and that they are entitled to reparation with interest. Com- 
plainants should comply with Rule V of the Rules of Practice. 

In No. 14092 and Sub-No. 1 we find that intervener Atlantic 
Coast distributors made shipments as described and paid the charges 
thereon at the rates and charges found unreasonable in the South 
Carolina cases; that it was damaged thereby in the amount of the 
difference between the charges paid and those that would have ac- 
crued at the rates and charges found reasonable; and that’it is en- 
titled to reparation on shipments made after October 25, 1923, with 
interest. Intervener should comply with Rule V of the Rules of Prac- 
tice. If it has made shipments during the pendency of this pro- 
ceeding under the rates assailed and has paid the charges thereon, it 
may submit with its statement under Rule V affidavits stating the facts 
in this connection. If defendants object to proof in this manner, 
eo may request a hearing for the purpose of making such 
proof. 
We further find that the rates assailed on vegetables not other- 
wise specified, including peas and beans, from points in North Caro- 
lina on the lines of defendants, other than the Norfolk Southern, 
were not in excess of reasonable rates, but that for the future they 
will be unreasonable and in excess of the lowest possible lawful rates 
to the extent that they exceed the basis herein prescribed. Defend- 
ants will be required to establish rates on a basis not to exceed 
those set forth in Appendix B to the destinations therein named, 
except that to points in the New Haven and Boston rate groups, the 
rates per barrel shall not exceed 17 cents less than the rates provided 
in said appendix. These rates we find to be reasonable for the 
future. 

We further find that the rates assailed on vegetables not other- 
wise specified, including peas and beans, from points in North Caro- 
lina on the line of the Norfolk Southern, were and are not in excess 
of reasonable maximum rates, but that for the future they will be 
unreasonable and in excess of the lowest possible lawful rates to 
the extent that they exceed the basis herein prescribed. The Norfolk 
Southern will be required to establish rates from points on its line 
on the same basis as those set forth in Appendix B as modified in 
the preceding paragraph to the destinations named in such appendix 
from the nearest group on the line of another defendant to the same 
destinations, plus arbitraries, to accrue solely to the Norfolk South- 
ern for the portions of the through hauls performed by it of 3 cents 
per barrel for 25 miles and under, 4.5 cents per barrel for 75 miles 
and over 25 miles, 6 cents per barrel for 150 miles and over 75 miles, 
and 7.5 cents per barrel for 151 miles and over. Rates constructed 
upon this basis we find to be reasonable for the future. In com- 
puting distances to be used for the determination of these arbitraries 
the shortest routes shall be used over which carload traffic can 
be moved without transfer of lading. 

To destinations within the scope of these proceedings but to which 
no specific rates are provided in Appendix B, defendants will be 
required to establish rates made with proper relationship to the rates 
set forth in said appendix. 

Our findings upon the question of reasonableness render unneces- 
sary a determination of what, if any, undue prejudice may exist in 
the present relationship of the rates on vegetables not otherwise 
specified in the Carolinas. 

Appendix B 


The origin groups defined below include the shipping points on 
the Atlantic Coast Line Railroad. Rates from stations in North 
Carolina on the Seaboard Air Line Railway and Southern Railway 
and from short connecting lines where such rates are in effect today, 
indicating a necessity therefor, are to be relatively aligned with the 
rates from Atlantic Coast Line Railroad origin groups. 

Similarly, all eastern points to which rates are published today 
are not named but only the key points are listed. Rates to all other 
oe nog destinations to be relatively aligned with rates to the key 
points. 

The origin territory on Atlantic Coast Line Railroad in the state of 
North Carolina will be divided into four groups, defined as follows: 

Lower North Carolina group: Common points—Acme, Jonesboro, 
Rowland, Maxton, Pembroke and Proctorville, N. C. A. C. L. R. R. 
stations—Fair Bluff, N. C., to Wilmington, N. C., including Fair Bluff 
but not including Wilmington; Mt. Tabor, N. C., to Raynham, N. C., 
inclusive, between McColl, S. C., and Parkton, N. C., between Row- 
Jand, N, C., and Fayetteville, N, C., between Wilmington, N. C., and 


Jonesboro, N. C., not including Fayetteville, N. C., betw be a 
ton, N. c.. and Newbern, N. Cc. tween Wilming. 
Sentra ort arolina group: Common point 7 
Goldsboro, Fayetteville, Dunn and Selma, N. C. A. Cy, imington, 
tions—Between Fayetteville, N. C., and Selma, N. C. Between $2 
mington, N. C., and Goldsboro, N. C. Between Goldsboro, yt 
and Smithfield, N. C. Clinton Branch. »NC 
Upper North Carolina group: Common points—Wilson W 
Garysburg, Kinston, Washington, Newbern, Greenville and Pl eldon, 
N. C. A. C. L. R. R. stations—Between Selma and Weldon wu 
Between Pender N. C., and Kinston, N. C. Between Rocky ‘Mops 
N. C., and Plymouth, N. C. Between Parmele, N. C., and Whew 
N. C. Between Tarboro, N. C., and Hobgood, N. C. Palmyra ew 
to — N. C. = “es oN Branch. » N.C, 
urora group: A. C. L. R. R. stations—Washingto ; 
mere Branch. — Vanée- 
From the origin Groups described above the following rates y; 
all rail, in cents per barrel package on vegetables. N. O, Ss — 
minimum 200 barrel packages, to apply to the destinations shown: 
—From Groups— ° 
Lower Central Upper 
= North North North Au 
_ Car. Car. rors 
Washington, D. C. 65 = 
Baltimore, Md. ¢ 63 
New York, N. Y. r 
Philadelphia, y 5 68 
Harrisburg, Pa. 
Pittsburgh, Pa. 
Williamsport, 
Wilkes-Barre, 
Scranton, Pa. 
Elmira, N. Y. 
Albany, N. Y. 
Rochester, N. 
Buffalo, N. Y. 
Boston, Mass. 
New Haven, Conn. .. : 105 
Manchester, N. H. f 103 
Portland, Me. ‘ 103 
Richmond, Va. : 5] 
So. Richmond, Va. 51 
Petersburg, Va. 51 
Norfolk, Va. 51 
Portsmouth, Va. 51 
Pinners Point, 31 
Suffolk, Va. 51 
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Basis for Rates and Minima on Vegetables, N. O. S., in Packages 
Other Than Barrel Packages 
Per Standard Package Min. No. of Packages Basis for Rates 
1 Bushel 600 33144% of rates per bbl. pkg. 
1% Bushell 400 50 % of rates per bbl. pkg. 
5 Pecks 480 125 % of rates per bu. pkg. 


Rule for Disposition of Fractions 

In arriving at the rates on vegetables, in packages, other than 
the standard barrel package, made the above percentages of the rates 
per barrel package, fractions of less than one-fourth of a cent will be 
dropped, fractions of one-fourth of a cent or greater but less. than 
three-fourths of a cent will be stated as one-half cent and fractions 
of three-fourths of a cent or greater will be increased to the next 
whole cent. ‘ 


This report also embraces No. 14092 (Sub. No. 1), Beaufort 
Truck Growers’ Association vs. Same; No. 14597, South Carolina 
Asparagus Growers’ Association vs. Southern et al.; No. 18153, 
Corporation Commission of North Carolina vs. Aberdeen & Rock- 
fish et al.; No. 17383, A. J. Doughty et al. vs. Atlantic Coast Line 
et al.; No. 17383 (Sub. No. 1), A. J. Doughty vs. Atlantic Coast 
Line et al.; No. 17383 (Sub. No. 2), Same vs. Atlantic Coast 
Line et al.; No. 17383 (Sub. No. 3), J. & G. Lippman, Inc., et al. 
vs. Norfolk Southern et al.; No. 17383 (Sub. No. 4), R. C. Ab- 
bott et al. vs. Same; No. 17383 (Sub. No. 5), A. J. Doughty vs. 
Atlantic Coast Line et al.; No. 17383 (Sub. No. 6), Eastern 
Carolina Produce Exchange et al. vs. Atlantic Coast Line et al.; 
No. 17383 (Sub. No. 7), Brock & Scott et al. vs. Norfolk South- 
ern et al.; No. 17383 (Sub. No. 8), A. J. Doughty vs. Atlantic 
Coast Line et al.; No. 17631, Spence-Hollowell Co. et al. vs. 
New York, New Haven & Hartford et al.; No. 18283, J. Cald- 
well & Co., Ltd., et al. vs. Atlantic Coast Line et al.; No. 18283 
(Sub. No. 1), J. Caldwell & Co., Ltd., et al. vs. Southern et al.; 
No. 18320, Jill Bros. et al. vs. Norfolk Southern et al.; No. 21398, 
Caruso, Rinella, Battaglia Co., Inc., vs. Norfolk Southern et al.; 
and portions of fourth section applications Nos. 703, 1074, 1548 
and 1573. 

The former reports are in 96 I. C. C. 107 and 107 1. ©. C. 
613. 


ALTERNATIVE SCRAP IRON RATES 


The scrap-iron market, according to the Commission, is in 
a depressed state. The price is only about $12 a long ton, 4 
figure too low to enable dealers to sort and ship. The railroads 
originating traffic in Arkansas are to afford some relief by 
publishing alternative rates, based on a 70,000-pound minimum, 
not exceeding 13.5 per cent of the corresponding first class 
(column 100 rates) prescribed in Consolidated Southwestern 
Cases, 123 I. C. C. 203, not later than May 17. 

The foregoing things are said and ordered in No. 19919, 
Waste Material Dealers’ Association of Arkansas VS. ye 0 
Rock Island & Pacific et al. The Commission, by division » 
in a report written by Chairman Lewis, found the present rates 
on scrap iron and steel, 50,000 pounds minimum, applicable on 
interstate shipments between points in Arkansas, and from 
Arkansas points in Memphis, Tenn., St. Louis, Mo., Chicago 
and Alton, Ill., and points taking the same rates or rates based 
thereon, not unreasonable. But, it said, for the future there 
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pe reasonable alternative rates on the basis of 13.5 per 


sat of the corresponding first class rates. The existing rates 
based on a 50,000-pound minimum having been found not un- 
reasonable, reparation was denied. 


Chairman Lewis, in the course of his report, said there 
as a great amount of scrap iron and steel, which would be 
v hered and shipped if a suitable rate level were established. 
oe said the complainants suggested a rate of $3 per ton for 
35) miles, graded up and down for greater and lesser distances. 
The proposed rates would be about 10 per cent of first class. 


GRAIN AND PRODUCTS FROM DULUTH 


In I. and S. No. 3185, grain and grain products from Duluth, 
vinn., and related points to Duluth, South Shore & Atlantic 
Railway stations in Michigan, the Commission, by division 3, 
has found not justified proposed rates on wheat and corn and 
articles taking the same rates from Duluth and related points, 
and Ashland, Wis., to the destinations indicated. The sus- 
pended schedules have been ordered canceled and the proceed- 
ing has been discontinued. 

Increases as well as reductions in rates -were proposed. 
The Minneapolis Traffic Association protested, and Spencer 
Kellogg & Sons, Inc., Northrup King & Co., King Midas Mill 
Co. Atkinson Milling Co., Cargill Elevator Co., and Washburn- 
Crosby Co., Inc., appeared in opposition to the proposed in- 
reases. 

; Protestant did not object to the proposed reductions on 
corn but contended that the rates on wheat should likewise be 
reduced, otherwise the relationship between wheat and corn 
would be disturbed. The Commission said no evidence had 
been offered with a view to showing that the earnings of the 
rates sought to be increased were either intrinsically low or 
low by comparison with the earnings derived from other com- 


modities. 


COTTONSEED FIBER COMPRESSION 


In substance, the Commission, by division 3, in No. 20160, 
Harry Schimmel et al. vs. Mallory Steamship Co. et al., has 
decided that a bale of cottonseed hull fiber or shavings, as it 
comes from a cottonseed oil mill, is not compressed within the 
meaning of tariffs applicable on rail-and-water shipments from 
points in Texas via Galveston and Houston, to destinations in 
Pennsylvania, New Jersey, New York and Massachusetts, 
through New York and Philadelphia. It has therefore dismissed 
the case on a finding that the port-to-port factors of combination 
rates charged on bales of such fiber, carloads, over rail-water- 
and-rail, rail-and-water and water-and-rail routes, on and after 
April, 1924, were applicable and not unreasonable. The port- 
to-port factors challenged were 55 cents prior to November 
15, 1924, and 40 cents thereafter. 

At the time of the movements in question there was a factor 
of 35 cents applicable on fiber or shavings in compressed bales. 
It was cancelled in June, 1927. The complainants argued that 
the bales they shipped were compressed, the tariffs carrying no 
definition of the terms compressed and uncompressed. The re- 
port said that in baling the fiber at the cottonseed oil mill to a 
density ranging from 11 to 18 pounds, there was some compres- 
sion. In the southwest, it said, a bale was not considered com- 
pressed unless, after leaving the oil mill, it was taken to a com- 
mercial compress and there reduced to a density of at least 22.5 
pounds to the cubic foot. The report said that for several years 
Prior to the filing of the complaint, complainants’ shipments were 
subjected to the uncompressed bale factors without protest and 
that no protest was made against the cancellation of the factors 
applicable on compressed bales. That cancellation, the carriers 
said, was proposed on account of the lack of movement on the 
compressed bale rate. 


COMMISSION REPORTS 


__No. 20495, Columbus Packing Co. vs. C. B. & Q. et al. By 
division 5. Carload rate on hogs, in double-deck cars, and on 
cattle, Missouri River cities and National Stock Yards, Ill., to 
Columbus, O., not inapplicable or unreasonable. Complaint 
dismissed. 

No. 19079, Julian Petroleum Corporation vs. Santa Fe et al. 
By division 4. Complaint dismissed on finding that rates on 
+ am iron pipe, McKeesport, Pa., and South Lorain, O., to 
‘orwalk, Calif., diverted in transit to Moneta, Calif., and the 
practice of charging for that service, were not unreasonable. 

No. 20568, United States Graphite Co. vs. Baltimore & Ohio 
al. By division 2. Rate on rough soapstone, carloads, from 
“€arTiottsville, Md., to Saginaw, Mich., not unreasonable, un- 


Tile g seriminatory or unduly preferential. Complaint dis- 





SUSPENDED TARIFFS 
u In I. and S. No. 3245, the Commission has suspended from 
— 1, until October 1, schedules in supplement No. 9 to 
ya’s I. C. C. No. A-1914; also various other tariffs issued by 
oyd and individual carriers in western trunk line territory. 
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The suspended schedules provide that where shippers fail to 
furnish hoof selling or wagon scale weights on live stock moving 
between country points in western trunk line territory charges 
will be assessed on the basis of 10 per cent in excess of the 
specified carload minimum weight, instead of the carload min- 
imum basis now in use. 

In I. and S. No. 3243, the Commission has suspended from 
February 25 until September 25 schedules as published in the 
following tariffs: Louisville & Nashville I. C. C. Nos. A-15943 
and A-15945; Nashville, Chattanooga & St. Louis I. C. C. No. 
3166-A; Southern, Nos. A-10228 and A-10229, and many other 
tariffs and supplements thereto issued by the above named and 
other lines. The suspended schedules propose a general revi- 
sion of rates on coal from mines in Alabama, Tennessee, Ken- 
tucky and Virginia to destinations in Southeastern and Caro- 
lina territories which would result in both increases and re- 
ductions. The following is illustrative of increases to south 
Georgia points, rates being in dollars and cents per ton of 2,000 
pounds: 

TO FORT VALLEY, GA. 


From Pres. Prop. 
ee DO Be errr re $2.65 $2.90 
ee, eer ee rer 2.87 3.10 
DOGGIE Ve GOI iv. cnc cc ctcccwsesscseccsos 3.04 3.25 


In I. and S. No. 3244, the Commission has suspended from 
February 24 until September 24 schedules as published in 
Jones’ I. C. C. No. 2150. The suspended schedules provide that 
carload freight shall not be considered unclaimed when con- 
structively placed on other than public delivery tracks or on 
industrial interchange tracks. 


SENATE AND STONE RATES 


The text of a petition of protest filed with the Commission 
against increased rates for transportation of gravel, sand, 
crushed stone and like commodities to destinations in western 
Tennessee, western Kentucky and Mississippi has been pub- 
lished in the Congressional Record on motion of Senator Mc- 
Kellar, of Tennessee. 

A large number of protests requesting suspension of the 
rates involved has been received by the Commission. The in- 
creases would be effected by cancellation of rates by individual 
carriers and the substitution therefor of rates carried in sup- 
plement No. 28 to Glenn’s I. C. C. No. A-65, effective March 1. 

The protest submitted to the Senate by Senator McKellar 
filled approximately three columns in the Record. It was signed 
by various road commissions, counties and cities and officials 
thereof, of Tennessee, Kentucky and Mississippi. 

The Commission, in I. and S. No. 3250, suspended, from 
March 1 to October 1, supplement No. 28 to Glenn’s I. C. C. 
No. A-655, proposing changes in rates on sand, gravel, crushed 
and broken rock within and into Mississippi Valley points. 


S. W. SUSPENSION VACATIONS 


The Commission, by division 2, in I. and S. No. 3130, the 
suspension part of the Consolidated Southwestern Cases, has 
issued five orders vacating and discontinuing parts of that case 
so as to permit the suspended rates to be made effective. The 
tariffs now released from the suspension were held up by the 
“big stick” part of the order of suspension issued July 7, 1928, 
when there was not time enough for the Commission to give 
consideration to all the points involved in the great number 
of tariffs filed, to be effective July 8, in purported compliance 
with the Commission’s order in the Consolidated Southwestern 
Cases. 

The tariffs released from the suspension order, generally 
speaking, are those on which conferences have been held and 
the carriers have been able to show that they are in compliance 
with the orders prescribing new rates and which, probably, 
would not have been suspended had there been time for more 
detailed consideration than was given prior to the effective date 
last July. They cover dozens of commodities from particular 
points of origin to particular destinations, technically described 
in the orders discontinuing the proceeding in so far as they were 
concerned. 


CONSOLIDATED SOUTHWESTERN CASES 


The Consolidated Southwestern Cases have been assigned for 
further hearing upon the question of the reasonableness of the 
through all-rail rates prescribed in Appendix 17, and those to 
and from Memphis, Tenn., Vicksburg, Miss., and New Orleans, 
La., prescribed in Appendix 19 to the report of April 5, 1927, 
and upon the questions whether and in what amounts arbi- 
traries or allowances to cover the transportation service across 
the Mississippi River at Memphis, Tenn., and river gateways 
south thereof should be added to or included in the line-haul 
rates prescribed in said proceedings, and whether and in what 
amounts similar arbitraries or allowances should likewise be 
added to or included in the corresponding line-haul rates to 
cover the transportation service across Galveston Bay between 
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Galveston and Port Bolivar, Tex., before Examiner Bardwell, as 
follows: 

March 11, 1929, 10 o’clock a. m. (standard time), at the 
Hotel Gayoso, Memphis, Tenn. 

March 13, 1929, 10 o’clock a. m. (standard time), at the St. 
Charles Hotel, New Orleans, La. 

These hearings also embrace dockets Nos. 18880, 14416 and 
15463. 

The Commission has amended its order dated January 15, 
in the Consolidated Southwestern Cases, so as to postpone its 
effective date from March 21 to May 6. (See Traffic World, 
February 9, p. 327.) The order, the effective date of which has 
been postponed, required the carriers to re-arrange their groups 
north of Chicago and their groups in Texas, the latter in re- 
spect, chiefly, of rates to Kansas City and St. Louis, Mo. More 
time than was allowed, the carriers said in asking for post- 
ponement, was needed to enable them to compile and publish 
the necessary tariffs. 

A hearing in this case, before Examiner J. Edgar Smith, 
has been set for March 28, at Midland, Tex., at the Scharbauer 
Hotel, on the petition of the Uvalde & Northern for permission 
to apply, on interstate traffic, the differentials in excess of the 
standard rates that the Texas commission permits on intra- 
state traffic. The hearing is to be had with a view to develop- 
ing what would be a reasonable first class differential or dif- 
ferentials to meet the needs of that carrier. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7297, authorizing the Elwood, 
Anderson & Lapelle Railroad to abandon as to interstate and foreign 
commerce, a line of railroad in Madison county, Ind., approved. 

Report and order in F. D. No. 6858, authorizing the Gulf, Colorado 
& Santa Fe Railway Co. to acquire control, by lease, of an extension 
of the line of the Cane Belt Railroad Co. in Wharton and Fort Bend 
counties, Tex., approved. 

Report and order in F. D. No. 7382, authorizing the Wabash 
Railway Co. to assume obligation and liability in respect of $3,375,000 
of equipment-trust certificates, series H, to be issued by the Bank 
of North America & Trust Co. under an agreement to be dated 
February 1, 1929, said certificates to be sold at not less than 96.79 
per cent of par and accrued dividends in connection with the pro- 
curement of certain equipment, approved. 

Report and certificate in F. D. No. 7355, authorizing the acquisi- 
tion by the Southern Bell Telephone & Telegraph Co. of the properties 
of the Jackson Home Telephone Co., approved. 

Report and certificate in F. D. No. 7301, authorizing the Canton 
& Carthage Railroad Co. to operate under trackage rights over cer- 
tain lines of railroad in Madison, Rankin, Leake and Neshoba coun- 
ties, Miss., owned by the Pearl River Valley Lumber Co. and the 
Marietta Lumber Co., extending from River Junction, Madison county, 
in a general southerly direction to Pelahatchie, Rankin county, a 
distance of 23.5 miles, and from Carthage, Leake county, to Burnside, 
Neshoba county, a distance of about 29 miles, approved. 

Supplemental report and order in F. D. Nos. 6996 and 7087, author- 
izing the Condon, Kinzua & Southern Railroad Co. to issue a promis- 
sory note for $125,000 in part payment for railroad and equipment 
acquired, conditions prescribed, approved. 


FINANCE APPLICATIONS 


_ Finance No. 7452. Oklahoma Railway Co. asks authority to ac- 
quire by lease the line of railway of the Oklahoma City Junction 
Railway Co., which company does not own any equipment but does 
own a line of railway at Oklahoma City, Okla., consisting of about 
five miles of track. Applicant, owning and operating a system of 
street and electric interurban railways, raises question as to jurisdic- 
tion of Commission over it or over the tracks to be acquired because 
they are switching or industrial tracks applicant holds to be excluded 
from provisions of the act. 

Finance No. 7459. San Antonio, Uvalde & Gulf Railroad Co. asks 
authority to build an extension 4.7 miles from Brundage, Tex., to 
serve truck-growing region. Applicant has doubt as to whether 
approval of extension is necessary in view of the fact that operation 
proposed is to be in nature of switching service. 

Finance No. 7467. Joint and several application of Nueces County 
Navigation District No. 1, San Antonio, Uvalde & Gulf Railroad Co., 
St. Louis, Brownsville & Mexico Railway Co., Texas Mexican Rail- 
way Co., San Antonio & Aransas Pass Railway Co., and Texas & 
New Orleans Railroad Co. for certificate of public convenience and 
necessity for extension of operations of railroads named over tracks 
of the Navigation District in and near Corpus Christi, Tex. Extension 
of operations as proposed will afford all the railroads entering Corpus 
Christi access to publicly owned or controlled facilities of the Nueces 
County Navigation District No. 1 and to the ship channel and turn- 
ing basin adjacent thereto. 

Finance No. 7468. Trinity Valley & Northern Railway Co. asks 
authority to cease operation over and to abandon that portion of its 
track from Fullerton, Tex., to Lumm, Tex., about 12 miles, due to 
line having served purpose of transporting logs. 

Finance No. 7458. Bellefonte Central Railroad Co. asks permission 
to issue $200,000 of 6 per cent first mortgage bonds and to sell them, 
together with an option to purchase 1,000 shares of treasury stock 
of the company, to provide funds for the purchase of the Fairbrook 
branch of the Pennsylvania, extending from Fairbrook to Stover, 
Pa., the construction of an extension 5.4 miles long to connect with 
the Fairbrook branch and construction of facilities necessary to its 
operation in connection with the through line of the apovlicant. 
The bonds are to be sold to William M. Canby, of Philadelphia, Pa., 
and Jay N. Schroeder & Co., of Lancaster, Pa. 

Finance No. 7461. Ettrick Railroad Co. asks for certificate of 
public convenience and necessity permitting rehabilitation, re-estab- 
lishment and resumption of operation of line of railroad formerly 
operated by Ettrick & Northern Railroad Co. between Ettrick and 
Blair, Wis., and for permission to retain excess earnings. 

Finance No. 7462. Louisville & Nashville Railroad Co. asks author- 
ity to abandon its Halsey branch consisting of 1.39 miles commencing 
at Keswick and continuing to Myrlin, Ky., due to permanent suspen- 
sion of coal mining operations by Evans-Jellico Coal Co. in and 
about Myrlin. 

Finance No. 7463. Canada Southern Bridge Co., Canada Southern 
Railway Co., and Michigan Central Railroad Co. ask authority to 
abandon part of the Michigan Central’s Grosse Isle branch and the 
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operation thereof, extending from easterly shore line of Gro: 
westerly across said island and the westerly channel of them Isle 
River to Dixie highway in Wayne county, Mich., 2.29 miles troit 
Finance No. 7464. Quanah, Acme & Pacific Railway 

authority to construct a line from Quanah to Acme, j ard 

county, Tex., about 5 miles, because of cancellation by Fort won 
& Denver City Railway Co. of trackage contract under which 
plicant used Fort Worth & Denver City tracks between Qu ~~ 
and Acme. Alleges that Fort Worth & Denver City is seeking 
obtain exclusive right to handle traffic to and from plant of st 


teed Products Corporation at Acme, said plant having been son 


by applicant, and that this development makes necessary constr 
tion by applicant of its own line to serve the plant and any ol 
industry at Acme. er 
Finance No. 7465. Quanah, Acme & Pacific Railway Co ask 
authority to abandon its trackage rights and operation over ra 
Fort Worth & Denver City between Quannah and Acme, Tex. becay e 
of situation outlined in preceding application. : se 
Finance No. 7466. Western Maryland Railway Co. asks authority 
to issue nominally $3,171,000 of 5% per cent first and refunding 
mortgage gold bonds. g 


PETITIONS FOR REHEARING, ETC, 


No. 20646, North State Creosoting Co. vs. Southern et 4) 
Complainant asks for reconsideration. ‘ 

No. 20438, Pocahontas Tanning Co. vs. Chesapeake & Ohio 
Complainant asks for reopening of case and further hearing 
and/or reconsideration. 

I. and S. No. 3232, changes in Illinois, official, southern ang 
western classifications. Oil & Gas Well Supply Traffic Asgogi. 
ation ask for partial vacation of suspension order of January 
31, 1929. 

No. 19682, Vacuum Oil Co. vs. Pennsylvania et al. Com. 
plainant asks for reargument before full Commission and re. 
consideration on record as made. 

No. 19768, The Wichita Chamber of Commerce et al. ys. 
Santa Fe et al. Defendants ask for vacation of Commission’s 
order. 

No. 19713, C. W. Zaring & Co. vs. Pennsylvania et al. Com- 
plainant asks for reopening and reconsideration therein. 

No. 17385, Albert Silk Coal Co. et al. vs. Santa Fe et al, 
Complainants and interveners herein, ask for reconsideration 
of petition dated May 23, 1928, filed by complainants and inter. 
veners, which petition was denied by order of the Commission 
on July 2, 1928. 

No. 19878, Better Bedding Alliance of America vs. Santa Fe 
et al. Complainant asks for reconsideration of record, as made, 
and to join this proceeding with rate structure investigation, No. 
17000, part 5, and investigation of rates on furniture, No. 18323. 

No. 17956, Henry Marble Co. vs. Wabash et al. Complain- 
ant asks for reopening and rehearing of this case in conjunction 
with Henry Marble Co. et al. vs. Baltimore & Ohio et al. No. 
21761, for a specific decisidn on two cars that moved from 
Bay Ridge, L. I. (Brooklyn), N. Y., and Long Island City, N. Y., 
to Chicago, Ill., via Pennsylvania R. R. 

No. 17242, Lone Star Gas Co. et al. vs. Santa Fe et al. 
Lone Star Gas Co., one of the complainants herein, asks for 
reopening and/or granting a further hearing herein. 

I. and S. 2595, meats and packing house products to, from 
and between southwestern and western trunk line points, I. 
and S. 3235, meats and packing house products to, from and 
between southwestern and western trunk line points, I. and S$. 
3234, fresh meats and packing house products to, from and 
between points in Southern Territory, and No. 19301, Swift & 
Co. vs. Akron, Canton & Youngstown et al. Wilson & Co., Inc, 
asks for modification of order of February 8, 1929, in I. and S$. 
2595, for an investigation into rates, rules, regulations and prac: 
tices applicable to fresh meats and packing house products 
transported in peddler cars within, from, and to Southwestern 
Territory, and for further hearing in Docket 19301 and related 
cases in connection with I. and S. 3234. 

No. 17799, Stauffer Chemical Co. vs. Pacific Electric et al. 
General Chemical Co., intervener, asks for reconsideration and 
reargument on record as made. 


MAYBROOK GATEWAY CASE 


The Central of New Jersey and the New Haven have joined 
in a petition asking the Commission to dismiss No. 16721, Cen- 
tral of New Jersey vs. New Haven et al., 121 I. C. C. 661, the 
so-called Maybrook gateway case, because they have agreed 
upon how traffic from points on the Central of New Jersey 
to destinations on the New Haven shall be handled. The agree 
ment, in substance, is that all traffic from the Central of New 
Jersey shall be routed via New York harbor points so 4s to 
give it the longest haul possible. : 

The complaint was filed because the New Haven insisted 
that traffic from points on the complaining line west of the 
Delaware should be routed through the Maybrook gateway, 
thereby forcing the traffic over the Poughkeepsie bridge and 
short-hauling the Central of New Jersey, especially on the 
anthracite coal traffic. The Commission held that such forcing 
of the traffic through that gateway was an unlawful deprivation 
of the Central of New Jersey of its long haul. No order, how: 
ever, was entered, the Commission leaving the matter to 
settled by negotiations in the light of its finding. 
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MEAT RATES FROM MADISON, WIS. 


In the estimation of Examiner W. M. Cheseldine, rates on 
fresh meat, packing-house products and green salted hides, from 
Madison, Wis., to the east are unreasonable and unduly preju- 
dicial in comparison with rates from Chicago, Ill., and Dubuque, 
ja. Therefore, in No. 15030 (Sub. No. 1), Oscar Meyer & Co. 
ys. New Yor Central et al., he has recommended that the Com- 
mission find unreasonable and unduly prejudicial the rate of 
92 cents on fresh meats, from Madison to New York and other 
points in trunk line and New England territories, for the future, 
to the extent it may exceed the contemporaneously maintained 
rates from Chicago by more than 8 cents. 

Cheseldine has further recommended that the Commission 
find unreasonable and unduly prejudicial to Madison, and un- 
duly preferential of Dubuque, Ia., and other western packing 
points, the fresh meat rates to western termini points and des- 
tinations in central territory, and on packing-house products 
and green salted hides to central, trunk line and New England 
territories and western termini points to the extent they may 
exceed, for the future, those from Dubuque. 





MIAMI, FLA., SWITCHING CASE 


Examiners W. A. Hill and E. L. Glenn, in No. 20080, South- 
ern Cotton Oil Co. et al. vs. Florida East Coast, have recom- 
mended that the Commission prescribe a charge of $10 per car 
to be collected by the Florida East Coast for switching carload 
trafic from the municipal docks to private and assigned sidings 
in Miami, Fla. That is the amount of the charge fixed by the 
Florida commission to cover intra-terminal switching in Miami 
on intrastate traffic. 

The complaint alleged that the Florida East Coast refused 
to do the switching. The examiners found that, while it was 
loath to do any switching to and from the docsk over the rail- 
road owned by the municipality, it had not actually refused to 
do so. it has declined, however, to do any switching for less 
than its local distance class rate scale for 10 miles. The charges 
under that scale range from 40 cents per 100 pounds on first 
class to 7 cents on twelfth class. The complainants sought a 
charge not exceeding $10, the highest at any of the ports in the 
southeast. 

The Florida East Coast denied the jurisdiction of the Com- 
mission. The examiners overruled that point. The railroad 
said the switching was not part of an arrangement for joint 
transportation by rail and water, the traffic in question being 
that unloaded from vessels. The examiners said that obviously 
the traffic was not intended for the docks as a final destination 
but for points beyond, and that until the traffic was delivered 
beyond there would be no break in the continuity of the inter- 
state movement and that so much of the movement as was 
necessary to perform by switching fell within the Commission’s 
jurisdiction, citing Tampa Fuel Co. vs. A. C. L., 43 I. C. C. 231, 
as authority for that declaration. 

The carrier presented cost figures indicating a cost of 
$61.81, on the average, for a switch movement. The examiners 
said the engine-hour cost and other items in that cost study 
could not be accepted. They said the average cost given by 
the carrier was obviously far in excess of the actual cost. 


FIRE BRICK FROM MISSOURI 


Adoption of ‘Examiner F. A. Clifford’s proposed report in 
No. 20149, Clay Products Traffic Association of the St. Louis 
District vs. Akron, Canton & Youngstown et al., would result 
m putting Mexico, Farber, Wellsville and New Florence, Mo., 
on an equality in rates on fire brick with St. Louis and Van- 
dalia, Mo., to destinations in official territory east of the Illinois- 
Indiana line. At present their rates are differentially over those 
from St. Louis and Vandalia to the territory in question, but 
on an equality to other parts of the country. 

_The complaint was against rates on fire brick and other 
articles in the uniform brick list to the territory mentioned and 
also to eastern Canada. In the head note attached to his report 
the declaration was made that the rates to the destinations 
Mentioned, including eastern Canada, were found unreasonable 
and unduly prejudicial. In the finding, however, the examiner 
said the Commission had no jurisdiction to prescribe rates to 
points in Canada, and that, therefore, no finding would be made 
M respect of rates to Canadian destinations. He said further 
that there was no evidence which would warrant the prescrip- 
lion of rates to Canadian border points applicable on traffic to 
Canada. 

The carriers, Clifford said, did not make serious opposition 
to the grouping of the four points of origin mentioned with 
St. Louis and Vandalia. They did, however, insist that the 
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rates from St. Louis and Vandalia should be raised, if grouping 
was deemed desirable, to compensate them for the extra hauls 
from the other points, the farthest of which, he said, was 11 
miles from St. Louis. The examiner said the record amply 
established the unreasonableness of the rates assailed and that 
it was clearly unjust to subject the complaining points to the 
disadvantage on long-hau! traffic when they had given those 
points the St. Louis and Vandalia rates to a number of short- 
haul destinations. j 


PROPOSED REPORTS 


No. 21006, Ajax Paper Mills, Inc., et al. vs. Pennsylvania 
et al. Examiner Arnold C. Hansen. Dismissal recommended 
on finding not unreasonable rates on imported woodpulp, Balti- 
more, Md., and Philadelphia, Pa., to Buck Run, Pa. 

No. 21062, Climax Manufacturing Co. vs. New York Central 
et al. Examiner C. W. Griffin. Proposes finding that rate 
charged on paper boxes, other than corrugated, k. d., flat, Castor- 
land, N. Y., to Washington, D. C., was, is and for future will 
be unreasonable to extent it exceeded, exceeds or may exceed 
rate applicable on like traffic from same point of origin to 
Baltimore, Md., by more than 2 cents per 100 pounds, and 
reparation. 

No. 21104, Salem Brass & Iron Manufacturing Co. vs. Cen- 
tral of New Jersey et al. Examiner C. E. Simmons. Dismissal 
proposed on finding not unreasonable or otherwise unlawful 
rates on cast iron pipe and fittings, Bridgeton, N. J., to certain 
points in New York Harbor, N. Y., and destinations on South 
Brooklyn Railway and Long Island Railroad. 

No. 21263, R. C. Elvin, doing business as R. C. Elvin Co. vs. 
Great Northern et al. Examiner W. J. Harris. Proposes finding 
that carload of contractors’ equipment and lumber, Grand Rap- 
ids, Minn., to Winona, Minn., over interstate route, was mis- 
routed by Great Northern and that complainant is entitled to 
reparation of $55.80, with interest. 

No. 21205, A. Bosarge vs. Louisiana Ry. & Nav. Co. et al. 
Examiner W. R. Brennan. Recommends reparation on finding 
rates on lubricating oil, Clinton, Tex., and gas oil, Shreveport, 
La., to Bayou la Batre, Ala., unreasonable to extent that factor 
beyond Mobile exceeded 13 cents. 

No. 21038, Southern Traffic & Audit Association vs. I.-G. N. 
et al. Examiner Harris Fleming. On complaint assailing rat- 
ing applied on various less-than-carload shipments of a root 
beer flavoring product, in bulk in barrels, Galveston, Tex., to 
St. Louis, Mo., found that record is insufficient to warrant find- 
ing as to what rating should have been applied but that third- 
class rating on various flavoring syrups sought by complainant 
is available in future if the product is billed and represented 
to the public as a syrup. Dismissal recommended. 

No. 21017, O. F. Altemus et al. vs. Santa Fe et al. Exam- 
iner Paul Coyle. Dismissal recommended on finding applicable 
rates charged on stock cattle, certain origins in Texas to 
Bazar, Saffordville and Strong City, Kan. 

No. 20999, Wichita Flour Mills Co. vs. Santa Fe et al. Ex- 
aminer J. M. Fiedler. Dismissal recommended on finding ap- 
plicable and not unreasonable rates and charges on numerous 
carloads of wheat, points in Texas and Oklahoma to Wichita, 
Kan., there milled into flour and shipped to Galveston and 
Houston, Tex., for export. Refund of overcharges directed. 

No. 21539, Fred C. Morgan vs. Illinois Central. Examiner 
Cc. K. Glover. Recommends rate charged on three carloads 
dredging machinery, Viola, Ky., to New Orleans, La., for ex- 
port, be found unreasonable to extent it exceeded 46.5 cents 
and reparation. 

No. 21404, C. M. Bailey’s Sons & Co. vs. Pennsylvania et al. 
Examiner T. P. Wilson. Rate on past shipments pulverized 
slate, Philadelphia, Pa., to Winthrop, Me., unreasonable to ex- 
tent it exceeded 24 cents. On record Commission not war- 
ranted in prescribing rate for future. Reparation. 

No. 20552, Southern Traffic & Audit Association vs. M.-K.-T. 
et al. Examiner Harris Fleming. Reparation recommended on 
finding application of first class rating on less-than-carload 
shipment of beverage and syrup dispensers, Galveston, Texas, 
to St. Louis, Mo., not unreasonable but that shipment was over- 
charged. Reparation to be made to basis of charges that would 
have accrued at second-class rating. Classification should be 
amended to provide a rating applicable to commodity involved. 

No. 21471, South Georgia Traffic Bureau on behalf Read 
Phospate Co. vs. A. B. & C. et al. Examiner W. A. Hill. Dis- 
missal recommended on finding not unreasonable rate on tank- 
age, Charleston, S. C., to Cordele, Ga. 

No. 21189, Missisquoi Pulp & Paper Co. vs. Central Vermont 
et al. Examiner C. W. Griffin. Recommends rate on wood-pulp 
board and binders’ board, Sheldon Springs, Vt., to Washington, 
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D. C., be found unreasonable, past, present and future, to extent 
it exceeded, exceeds or may exceed by more than 2 cents per 
100 pounds the corresponding rate to Baltimore, Md., and 
reparation. 

No. 21208, Hargreaves & Co. et al. vs. C. R. IL. & P. et al. 
Examiner C. E. Simmons. Dismissal recommended on finding 
applicable and not unreasonable rates charged on brick, Vale, 
Mo., to Robinson, Kan. 

No. 21216, Capital Construction Co. vs. East St. Louis & 
Suburban et al. Examiner John Davey. Recommends that rate 
charged on gravel, Glencoe and Jedburg, Mo., to O’Fallon, IIl., 
be found inapplicable and that applicable rate was $1.20 per 
ton of 2,000 pounds. Reparation of $566.12, with interest. 


COAL ROAD OPTION UNACCEPTABLE 


In a supplemental report in Finance No. 6518, construction 
and acquisition by Algers, Winslow & Western, Examiner T. F. 
Sullivan and Engineer-Examiner H. C. Howard have recom- 
mended that the Commission find that the present record does 
not provide a proper basis for determining the value of the 
properties to be acquired by the applicant, or the reasonable 
estimated cost of construction of the proposed extensions 
thereof, and that such basis should be determined by appraisal 
by a board. They further recommended that the Commission 
require the modification of the terms of a proposed option to 
be given by the applicant to the Evansville, Indianapolis & 
Terre Haute (Big Four) and the Southern Railway. 

The Commission, in July, 1928, authorized the applicant to 
acquire railroad properties owned by the Patoka Coal Co., 
and to construct extensions thereof in Pike county, Indiana, 
on the condition that within 30 days the applicant tender to 
the Evansville, Indianapolis & Terre Haute and the Southern, a 
10-year option to acquire, jointly, or severally, the properties of 
the Algers, Winslow & Western, upon fair and reasonable terms, 
subject to its approval. 

Vast differences in the estimates of value of the property 
which the Commission said should be taken out of shipper 
control were shown at the subsequent hearing, the coal road 
estimating the property to be worth $500,000. An engineer of 
the Big Four estimated that it was worth $129,000 less depre- 
ciation of $10,260. The examiners therefore suggested that the 
Commission direct the parties to appoint a board of three if 
the Southern did not come into the case and of five if it did, 
to make a proper appraisal as a condition precedent to further 
proceedings. 


COMMISSION ORDERS 


No. 21474, Little Rock Chamber of Commerce et al. vs. Aber- 


deen & Rockfish et al. Chamber of Commerce of Shreveport, 
La., and Chamber of Commerce of Alexandria, La., permitted to 
intervene. 

No. 19768, Wichita Chamber of Commerce et al. vs. Santa 
Fe et al. The order entered in this proceeding on December 26, 
1928, which was by its terms made effective on March 1, 1929, 
upon five days’ notice, has been modified so that it will become 
effective on April 5, 1929, on five days’ notice. 

No. 20326, Lummis & Co. vs. Albemarle Steam Navigation 
Co. et al. The order entered in this proceeding on December 26, 
1928, which was by its terms made effective on March 1, 1929, 
upon five days’ notice, has been modified so that it will become 
effective on April 1, 1929, upon five days’ notice. 

No. 21619, Trenton Potteries Co. vs. Baltimore & Ohio et 
al. Keystone Pottery Co., permitted to intervene. 

No. 21492, Dewey Portland Cement Co. vs. Alton & Eastern 
et al., and No. 21682, Dewey Portland Cement Co. vs. Milwaukee 
et al. Manitowoc Portland Cement Co. permitted to intervene. 

No. 21779 The O. A. Smith Agency, Inc., vs. Atlantic Coast 
Line et al. Mead Paperboard Corp. permitted to intervene. 

No. 17791, Union Gas & Electric Co. vs. Chesapeake & 
Ohio. This proceeding has been reopened for further hearing, 
for the sole purpose of determining the amount of damages 
due complainant under the findings. 

No. 21665, North Carolina Corporation Commission vs. 
Akron, Canton & Youngstown et al. Boston Chamber of Com- 
merce and New England Traffic League permitted to intervene. 

Finance No. 7413, application South Plains and Santa Fe 
for certificate to construct a line of railroad between Seagraves, 
Tex., and Lovington, N. M. Texas-New Mexico permitted to 
intervene. 

No. 21710, Bartley Co.-Op. Oil Co. et al. vs. Chicago & North 
Western et al. Nebraska State Railway Commission permitted 
to intervene. 

No. 21311, Federated Metals Corp. vs. Pennsylvania et al. 
Complaint dismissed because of vagueness, as stated in petitions 
filed on behalf of Pennsylvania and Baltimore & Ohio for dis- 
missal. 

Fourth Section Application: No. 13369, southern cement 
rates. This application has been reopened for hearing at such 
time and place as Commission may hereafter direct. 

Fourth Section Application No. 13637, commodity rates be- 
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tween points in official territory and points in southern territo: 

Petition filed by Agent J. E. Tilford, for a modification 4 
Fourth Section Order No. 9991, commodity rates between met, 
in official territory and points in southern territory, fare 
in this application, denied. ed 

Fourth Section Application 13244, sand, gravel and crushed 
stone in southwest. Petition of Agent F. A. Leland, for a modi 
fication of Fourth Section Order 9694, sand, gravel, and crushed 
stone in southwest, entered in this application, denieq. 

No. 16613 (and Sub. 1), state of Colorado and Public Utili 
ties Commission of State of Colorado vs. Santa Fe et a]. and 
No. 16614, State of Colorado and Public Utilities Commission 
of State of Colorado vs. Santa Fe et al. The order dateq Sep- 
tember 29, 1928, as modified by order of November 17, 1998 
has been further modified so as to permit defendants to estab. 
lish the rates, charges, regulations and practices requireg by 
said order upon notice to this Commission and to the general 
public by not less than 15 days’ filing and posting in manner 
prescribed in section 6 of the interstate commerce act, in liey 
of the 30 days’ notice required by said order. 

No. 21755, McGrath Sand & Gravel Co. vs. Santa Fe et aj 
Traffic Bureau of Davenport (Iowa) Chamber of Commerce. 
Linwood Cement Co., Ottumwa Chamber of Commerce, Ottumwa 
Sand Co., and Des Moines Freight & Traffic Association per. 
mitted to intervene. 

No. 21780, Kistler Leather Co. et al. vs. Pittsburgh, Shaw. 
mut & Northern. Buffalo, Rochester & Pittsburgh, Bessemer & 
Lake Erie, and New York Central permitted to intervene. 


No. 21624, Hinde & Dauch Paper Co. vs. Akron, Canton ¢ 
Youngstown et al. LaFayette Box Board and Paper Co. and 
Richardson Co. permitted to intervene. 


No. 21206, Chamber of Commerce of Kansas City, Mo. et al. 
vs. Santa Fe et al., and cases grouped therewith. Petition filed 
by Public Service Commission of Kansas requesting that an 
order be entered providing for filing of briefs in these pro- 
ceedings and permitting the preparation of examiner’s proposed 
report to be made on the combined records made in these cases, 
denied. 

No. 19691, Forsythe Oil Co. vs. Santa Fe et al. Defendants’ 
petition for postponement of effective date of order denied. 

No. 21420, American Rolling Mill Co. et al. vs. Baltimore 
& Ohio et al. Pennsylvania Railroad permitted to intervene. 


No. 21032, Interstate Commerce Commission vs. Baltimore 
& Ohio. Baltimore Chamber of Commerce permitted to inter- 
vene. 

No. 21840, Central Chemical Corp. vs. Santa Fe et al. Gen- 
eral Chemical Co. permitted to intervene. 

No. 21670, Hannaford Brothers Co. et al. vs. Atlantic Coast 
Line et al. Carr Brothers Co. permitted to intervene. 


No. 21678, Baltimore Protective Association vs. Baltimore 
& Ohio. Baltimore Chamber of Commerce permitted to inter- 
vene. 

Finance No. 7364, application of Western Pacific for cer- 
tificate to acquire and/or construct a line of railroad in the 
city and county of San Francisco, Calif. Southern Pacific per- 
mitted to intervene. 

Finance No. 7370, application of St. Louis, San Francisco 
& Texas for certificate to construct a line of railroad between 
Vernon and Seymour, Tex., etc., and cases grouped therewith. 
Fort Worth & Denver City, the Wichita Valley, and Ft. Worth 
& Denver South Plains permitted to intervene. 


CHANGES IN DOCKET 


Finance No. 6754, construction of branches by P. L. & W. 
R. R., and Finance No. 6755, control of Pittsburgh, Lisbon & 
Western R. R. by Montour R. R., were set for argument March 
2 at Washington. 

Finance dockets 7298 and 7299, set for argument at Wash- 
ington February 27, were postponed to March 1. 

Hearing in I. and S 3238 (and first and second supplemental 
orders), charges for furnishing refrigerator cars for shipments 
of fresh seafoods from L. & N. R. R. stations, assigned for 
March 1, at Washington, D. C., was canceled and reassigned for 
March 14, at Washington, D. C., before Examiner Berry. 


WHEELING STATION CONTROVERSY 


Argument before division 4 of the Commission in the Wheel- 
ing station controversy (Finance Nos. 7298 and 7299) on peti- 
tion of the Pittsburgh & West Virginia for review of rulings of 
examiner excluding testimony was postponed from February 27 
to March 1. 


FINAL* VALUATIONS 


Valuation No. 557, Hamilton Belt Railway Co., opinion No. B-706, 
149 I. C. C. 126-51, final value for rate-making purposes of property 
owned and used for common-carrier purposes found to be $189,000, 
as of June 30, 1918. . 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Florida, Division B.) Recovery of ship- 
er for damage to household goods in transit held limited to 
value of goods as fixed by weight and value per pound stated 
in bill of lading—Seaboard Air Line Ry. Co. vs. Schenck, 119 
Sou. Rep. 517. ; a saan : ; 

(Supreme Court of Missouri, Division No. 1.) Bill of lading, 
entitled “Through Bill of Lading,” acknowledging receipt of 
otton at Pine Bluff, Ark., for carriage to New Orleans and 
scam py certain steamship line to Liverpool, England, was a 
through bill of lading, though executed on behalf of carriers 
severally by one acting as agent for both and limiting liability 
of each to its own handling and shipment thereunder, being to 
non-adjacent foreign country, was not within Carmack amend- 
ment, amending interstate commerce act, section 20, or Cum- 
mins amendments March 4, 1915, and August 9, 1916 (49 USCA, 
section 20), prohibiting exemption of carrier of property be- 
tween states or to adjacent foreign country from liability for 
joss or injury thereto by any contract, receipt, rule, or regula- 
tion.—Lesser-Goldman Cotton Co. vs. Missouri Pac. R. Co., 12 
s, W. Rep. (2d) 485. 

Tendering of cotton at Pine Bluff, Ark., to railroad com- 
pany, which accepted it and agreed to transport it to New 
Orleans and there deliver it to certain steamship company, 
whose agent executed bill of lading for transportation to Liver- 
pool, England, on prepayment of freight at rates noted, took 
transaction outside provisions of Carmack amendment, amend- 
ing interstate commerce act, section 20, and Cummins amend- 
ments March 4, 1915, and August 9, 1916 (49 USCA, section 20), 
prohibiting exemption of carrier from liability for loss of or 
injury to property transported between states or to adjacent 
foreign country, irrespective of bill of lading; parties’ intention 
governing.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Vermont. Washington.) Initial carrier 
is liable for loss caused by fault of connecting carrier, which 
itis deemed to have adopted as its agent, as to interstate ship- 
ment, under Carmack amendment of Hepburn act; 49 USCA, 
section 20 (11, 12).—Saliba vs. New York Cent. R. Co., 144 Atl. 
Rep. 194. , 

» Where counsel objected to admission of testimony and was 
allowed exception, but no ground of objection or exception was 
stated, question is-not presented for consideration by reviewing 
court.—Ibid. ; 

In action against carrier for damage to banana shipment 
by unreasonable delay in transit, testimony as to what was 
usual running time between certain points on route held ad- 
missible-—Ibid. 

Scope and extent of cross-examination is matter within 
discretion of trial court, and in absence of abuse thereof ruling 
will not be disturbed.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay in transit, in which plaintiff’s mes- 
senger testified as to time he allowed for shipment to keep with- 
out ripening, exclusion of cross-examination as to what he 
would have done if shipment had reached certain point on 
Sunday, held not abuse of discretion, where court ruled as mat- 
ter of discretion.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, testimony as to schedule time for 
= to reach certain point on route held not prejudicial error. 
—Ibid. : 

In motion for directed verdict, ground that evidence taken 
in its most favorable light for plaintiff made out no cause of 
og against defendant held too general for consideration.— 

id. 

Carrier is not insurer against delay, reasonable diligence 
to prevent it being all that is required.—Ibid. 

What is reasonable diligence by carrier to prevent delay of 
shipment is to be decided in view of circumstances, one of 
Which is perishable nature of freight carried.—Ibid. 

Carrier is not liable for damage caused by fault of shipper 
or inherent nature of goods, especially where freight is perish- 
able and shipper places agent in charge of goods, who accom- 
panies them during transit.—Ibid. 

Where carrier is guilty of some negligent act or omission 
Without which, notwithstanding fault of shipper, loss would not 
have occurred, it is liable.—Ibid. 

_Where goods were delivered to carrier in good condition and 
by it to consignee in bad condition, carrier has burden to prove 
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that damage was due to cause for which it was not responsible 
even though goods were perishable in nature, in absence of 
stipulation to contrary in bill of lading.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, whether delay in delivery and 
damage to banana shipment were proximately caused by de- 
fendant’s negligence held for jury.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, whether delay due to “tie-up” be- 
cause crew of train had worked maximum time under federal 
hours of service act (45 USCA, sections 61-66) was proximate 
cause of damage held for jury.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, charge that failure to explain de- 
lay due to “tie-up” when crew has worked maximum time under 
federal hours of service act (45 USCA, sections 61-66) raised 
a presumption of negligence held not erroneous.—Ibid. 

In action against carrier for damage to shipment for un- 
reasonable delay, question whether due diligence had been ex- 
ercised by defendant in anticipating and avoiding effects of 
“tie-up” when train crew had worked maximum time under 
federal hours of service act (45 USCA, sections 61-66) held for 
jury, as against contention that defendant could not be held 
responsible for delay caused by operation of law.—Ibid. 

Obligation assumed by shipper of perishable freight in 
undertaking to care for shipment and keep it in good condition 
while in transit did not absolve defendant from exercising rea- 
sonable diligence to avoid delay.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, evidence held sufficient to take to 
jury questions of defendant’s reasonable care and whether 
time taken to transport shipment was reasonable.—Ibid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, submission of question as to rea- 
sonable time, without regard to whether time was proximate 
cause of delay or deterioration of fruit, held not error, where 
jury was told that they must find failure to deliver in reason- 
able time and that such failure was proximate cause of damage. 
—lIbid. 

In action against carrier for damage to banana shipment 
through unreasonable delay, charge that if delivery in dam- 
aged condition might have been avoided “or prevented” by 
prudence reasonably to be expected of carrier but not exercised 
it was liable held not error for using word “prevent,” notwith- 
standing that care of bananas was in hands of shipper.—Ibid. 

In action against carrier for damage to shipment from 
delay, failure to charge that shipper assumes risk of ordinary 
delays held not error, where jury were clearly given to under- 
stand that unusual and unexplained delay was essential to de- 
fendant’s liability.—Ibid. 

In action against carrier for damages to banana shipment 
for unreasonable delay in transit, failure to charge that time 
taken for shipment to be carried to destination did not estab- 
lish negligence, held not error; such question being for jury.— 
Ibid. 

Questions not raised at trial court are not for consideration 
in reviewing court.—Ibid. 


In action against carrier for damage to shipment of bananas 
through delay in transportation, in which it was shown that 
part of shipment was saved, charge that plaintiff was entitled 
to recover “freight on this carload” held not error, there being 
no violation of interstate commerce act (49 USCA, section 2) 
prohibiting rebate, drawback, or other device whereby greater 
or less sum is collected from one person than another for like 
kind of service.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Louisiana.) Under bill of lading ex- 
pressly stipulating that cattle should be carried to usual place 
of delivery at point of destination, with pencil notation by car- 
rier’s agent “To be dipped and reshipped,” carrier was under 
no obligation to deliver cattle to dipping vat, which had been 
closed to public, or to any place other than its own stock pens.— 
Sheridan vs. New Orleans Great Northern R. Co., 119 Sou. Rep. 
530. 

Shipper could not require carrier to deliver cattle to dip- 
ping vat which had been closed to public under proceeding to 
abate nuisance.—Ibid. 

Where shipper could have received cattle at railroad pen 
and have driven them to dipping pen at small expense, but did 
not do so on assumption that carrier would not ship cattle 
after they were dipped, shipper was bound to know that carrier 
could not refuse to transport cattle after they had been dipped 
if tendered for shipment.—lIbid. 

Where shipper refused to accept cattle at destination be- 


‘ cause carrier refused to deliver cattle to dipping vat, and carrier 


unloaded cattle in its stock pen and, after proper notice and 
advertisement, sold cattle at public auction, shipper could not 
recover damage resulting because he did not avail himself of 
opportunity to have cattle taken to dipping vat at small expense 
to save himself or to minimize his threatened loss.—Ibid. 
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Where shipper refused to accept cattle at destination be- 
cause carrier refused to deliver them to dipping vat, and carrier 
later sold cattle at public auction and tendered check for pro- 
ceeds, less expenses, but shipper refused tender and brought 
suit for value of cattle and his demand was rejected, he was 
entitled to have check for proceeds of sale returned to him for 
collection.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Kansas.) It cannot be said that a mis- 
take in the transmission of a telegram delivered to a telegraph 
company for transmission to a third party was not the proxi- 
mate cause of injury to that party, where he relied and acted 
on the telegram that was delivered to him, and sustained injury 
by so doing—Hurst et al. vs. Western Union Telegraph Co., 
273 Pac. Rep. 418. 

There was evidence which tended to prove that the re- 
cipient of telegrams, within 60 days after each was received 
by him, presented in writing, his claim for damages for mis- 
takes in the telegram as delivered to him.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Court of Appeals of New York.) Public Service Commission 
held without jurisdiction to issue certificate of public conven- 
ience and necessity to motorbus carrier for operation of busses 
in city streets without city’s consent under transportation cor- 
porations law (Consol. Laws, c. 63), section 25, as added by 
Laws 1913, c. 495, as amended by Laws 1915, c. 667, section 1, 
and section 26, as added by Laws 1915, c. 667, section 2, as 
amended by Laws 1919, c. 307, in view of railroad law (Consol. 
Laws, c. 49), section 9, and Public Service Commission law 
(Consol. Laws, c. 48), section 53, and amendment of trans- 
portation corporations law, subsequent to issuance of certificate, 
by Laws 1926, c. 762, section 66.—City of Long Beach vs. Pub- 
lic Service Commission of New York (Long Beach Bus Co., Inc., 
intervener), 164 N. E. Rep. 553. 

Veto power is not executive in its nature but essentially 
legislative, and exercise of veto power by executive of nation 
or state in effect creates third branch of Legislature.—Ibid. 

Mayor’s function as voting member of common council of 
city is separate and distinct from exercise of veto power given 
to him as city’s chief executive, and mayor’s approval of ordi- 
nance as member of council does not dispense with further 
approval thereof in exercise of veto power.—Ibid. 

Mayor of city of Long Beach who participated in legislation 
as member of city’s common council and was given power to 
veto any motion, resolution, or ordinance under Long Beach 
city charter (Laws 1922, c. 635), sections 70, 71, was not re- 
quired to exercise his power of veto during the meeting of 
the common council or immediately upon its adjournment, but 
was entitled to reasonable time after adjournment to veto or 
approve resolution adopted, since mayor’s exercise of veto 
power is separate and distinct from participation as member 
of council.—Ibid. 

Mayor participating as member of common council and 
given power to veto motions, resolutions, and ordinances under 
Long Beach city charter (Laws 1922, c. 635), sections 70, 71, 
should have minimum period of ten days, or until next regular 
session of common council, if council is not in session, as rea- 
sonable time in which to exercise veto power, in view of similar 
requirement with respect to veto power of national and ‘state 
executive under Const. U. S., art. 1, section 7, and Const. N. Y., 
art. 4, section 9.—Ibid. 

Veto of mayor filed on January 2, at next regular meeting 
of common council, held effective to nullify resolution enacted 
by common council at last regular meeting on December 17 
previous, at which mayor was present and voted as member 
of council, taking resolution under consideration for veto, under 
Long Beach city charter (Laws 1922, c. 635), sections 70, 71, in 
view of veto provisions of Const. U. S., art. 1, section 7, and 
Const. N. Y., art. 4, section 9, notwithstanding intervening special 
meetings of council.—Ibid. 

Consent of city authorities to operation of busses upon 
city’s streets, when coupled with certificate of convenience and 
necessity issued by Public Service Commission under trans- 
portation corporations law (Consol. Laws, c. 63), section 25, 
as added by Laws 1913, c. 495, as amended by Laws 1915, c. 
667, section 1, and section 26, as added by Laws 1915, c. 667, 
section 2, as amended by Laws 1919, c. 307, constitutes grant 
of special franchise under Long Beach city charter (Laws 1922, 
c. 635), sections 76, 85, requiring that ordinances granting 
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special franchises may not be passed as emergenc 
and must be published.—lIbid. 

Resolution whereby common council consented to operatio 
of proposed bus route on city streets, where unaccompanied 
publication in newspaper at least ten days before passage as 
required for grant of special franchise by Long Beach city din: 
ter (Laws 1922, c. 635), sections 76, 85, held ineffective to om. 
stitute consent of city to operation of bus line under Certificate 
of convenience and necessity issued by Public Service Com. 
mission under transportation corporations law (Consol, Laws 
c. 63), section 25, as added by Laws 1913, c. 495, as amended 
by Laws 1915, c. 667, section 1, and section 26, as addeq by 
Laws 1915, c. 667, section 2, as amended by Laws 1919, ¢, 397 
Ibid. 

(Supreme Court of Ohio.) Where knowledge was brought 
home to owner of interstate certificate to operate busses of 
violations of rules of Public Utilities Commission, and violations 
continued for months thereafter, until further complaint was 
made, commission properly revoked interstate certificate — 
Wheeling Traction Co. et al. vs. Public Utilities Commission of 
Ohio. Boich vs. Same, 164 N. E. Rep. 523. 

Where evidence was sufficient to authorize commission 
to revoke interstate certificate to operate busses, Public Utilities 
Commission should revoke intrastate certificate covering same 
route and involving substantially same violations.—Ibid, 

(Supreme Court of Kansas.) Under section 566 of the 
Civil Code, R. S. 60-3303, this court has appellate jurisdiction 
of an action for the recovery of money, regardless of the amount 
in controversy, where the propriety of the judgment necessarily 
depends upon a correct interpretation of the federal transporta. 
tion act.—Thomas vs. Chicago, B. & Q. R. Co., 273 Pac. Rep. 451. 

The evidence adduced was sufficient to support the finding 
of the trial court that the Santa Fe Railway line via Gower and 
Henrietta to Kansas City was a direct line, no less than its 
line via Atchison and Holliday, within the fair meaning of 
the rule prescribed in the railway carriers’ official tariffs for 
ascertaining the correct rate, in the absence of a specified rate 
from point of origin to destination.—Ibid. 

Under express authority of the interstate commerce act 
(49 USCA, section 1 et seq.) an attorney’s fee may be awarded 
to a litigant in addition to the judgment in his behalf against 
a carrier in an action for the recovery of damages for the 
wrongful exaction of a rate in excess of that authorized by the 
official tariffs of the carriers.—Ibid. 

A state court has jurisdiction of an action for damages 
against a railway carrier for the exaction of a rate in excess 
of its own official schedules, .where the reasonableness of the 
scheduled freight rate is not assailed, and where no question 
affecting the power of administrative policy of the Interstate 
Commerce Commission is involved.—Ibid. 

The United States Supreme Court is the paramount author- 
ity on the construction of the federal statutes.—Ibid. 

It is a general rule that, where no inconsistency with su- 
premacy of national government or its official agencies is con- 
cerned, state courts have concurrent jurisdiction with federal 
courts of action arising under federal statutes, just as federal 
courts, subject to limitations imposed by federal law itself, have 
concurrent jurisdiction with state courts of actions arising 
under state law.—lIbid. 


LAKE CARGO COAL 


The Traffic World Washington Burcau 


Attorneys for all the parties interested in the lake cargo 
coal rate case in the Supreme Court of the United States, No. 
355, United States of America and the Interstate Commerce 
Commission et al., except the southern operators who started 
the litigation, have filed a joint brief in that case contending 
that the question raised by the injunction of the federal court 
for the southern district of West Virginia is not moot, as 
suggested from the bench of the highest court. (See Traffic 
World, February 23, p. 461.) 

The southern operators are out of the brief for the reason 
that Robert E. Quirk, their attorney, was not able to agree 0D 
all the points the other lawyers made. He thought he would 
have five days in which to answer the points on which he did 
not agree. He and August G. Gutheim, the latter representing 
the Pittsburgh operators, appeared in the Supreme Court on 
the day the brief was due, so that, if Mr. Quirk was not en 
titled to five days to answer, he might move the court to give 
such time. The court ruled that he might not have time in 
which to answer the points on which he did not agree with the 
other attorneys. All the attorneys, however, are still in agree 
ment, as they were at the time the question was raised, that 
the case has not become moot by reason of the coming into 
effect of the so-called 35-cent spread compromise. 2 

Only three points were made by the attorneys in this brief. 
The first was that the Commission’s order, of which the report 
was made a part, required the continuation in force of the rate 
of $1.91 from the southern districts. They added that the de- 
termination of this appeal in favor of the appellants; that is,. 
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rnment and the Commission, would bring the order 
into effect and the order would require the restoration of the 
$1.91 rate, the southern part of the foundation on which the 
Pmmission rested its 45-cent spread report and order. 

The second point was that the case was not moot because, 
even if the Commission’s order had expired, interests of a 
ublic character were asserted by the government under con- 
ditions that unquestionably would be repeated. 

The third point was that none of the parties asserted that 
these appetis had become moot, but, on the contrary, urged 
e court to entertain and determine them. 

“Since the order required a rate of $1.91, its coming into 
effect, upon dissolution of the injunction, would require the 
reestablishment of that rate and the appeal is not moot,’ says 
the brief. “That the southern respondents would be free, after 
having reestablished the $1.91, to propose a change in it, does 
not in the least affect the validity of this proposition. The 
order would have taken effect, consequent upon the determina- 
tion of the appeals. The case comes squareJy within Boise 
City Irr. & Land Co. vs. Clark, 131 Fed. 415, cited with ap- 
proval in Southern Pacific Terminal Co. vs. I. C. C., 219 U. S. 
- In connection with the second point, the attorneys pointed 
out that “this is preeminently a case where interests of a public 
character are asserted by the government. The Commission 
claims the power, under the performance of its duty under 
section 15-a, to prohibit reductions in rates to an unreasonably 
low level and/or which would unduly impair the aggregate 
net railway operating income of the group of carriers. If this 
power exists at all it is ‘not a mere transitory authority to 
establish in the first instance a general rate structure cal- 
culated to produce a fair return, but is a continuing authority 
to see that such a rate structure shall not be undermined and 
its purpose thwarted by new rates, either increases or reduc- 
tions. Trunk Line and Ex-Lake Iron Ore Rates, 69 I. C. C. 
589. The Commission has repeatedly exercised what it regards 
as its lawful power in the performance of this continuing duty 
in situations of large importance. Obviously it will 
have occasion to do so again on frequent occasions. The public 
interest requires the determination of the validity of that power, 
here exercised, even though the particular occasion which 
prompted its exercise in this instance has passed.” 


LOS ANGELES STATION CASE 


The Court of Appeals of the District of Columbia, in an 
opinion by Justice Van Orsdel, has reversed the decision of 
the Supreme Court of the District of Columbia in the Los 
Angeles station case, holding that the Commission has juris- 
diction to require the railroads to erect a union station in Los 
Angeles. The lower court had overruled the demmgger of the 
city of Los Angeles to the answer of the Commissi6n and dis- 
missed the city’s petition for a writ of mandamus. It is ex- 
pected the case will be taken to the Supreme Court of the 
United States. 

“We think the Interstate Commerce Commission was in 
error in holding that it is without power under the transporta- 
tion act to require the carriers in question to construct a union 
station,” said Justice Van Orsdel. 

The decision of the Supreme Court of the United States in 
the Dayton-Goose Creek case, 263 U. S. 456, 478, was referred to 
by the justice as showing the purpose in the mind of Congress 
“in vesting in the Commission the extensive control over inter- 
state railways.” 

“This broad supervisory power,” said Justice Van Orsdel, 
“it is urged, does not extend to the requirement that an inter- 
state carrier or system of carriers may be required by the 
Commission to install an interstate union station; but running 
throughout the act are provisions which authorize the Commis- 
sion to impose most drastic limitations on a carrier’s control 
and use of its property in order to secure the convenience and 
welfare of the shipping and traveling public in interstate com- 
merce. It specifically imposes upon the Commission the power 
and duty, when required by public convenience and necessity, 
to convert the passenger and freight station of one interstate 
carrier into a union station or depot. The inconsistency of 
granting this power without the analogous power of requiring 
a number of carriers converging at a given .point to erect for 
the convenience of the traveling public and the carriers them- 
Selves an interstate union station is pointed out in the Los 
Angeles case (264 U. S. 331) where the court said: “This would 
be giving power to the Interstate Commerce Commission to 
provide for a small and contracted union station of interstate 
carriers limited to the terminals of one carrier and would leave 
the larger and more important union stations of interstate car- 
riers to the control of state commissions. We think, however, 
that means of control over installation of such new union sta- 
tions of interstate carriers is given to the Interstate Commerce 
Commission in amended paragraphs 18 to 21 of section 402 
(transportation act).’” 

The Commission in this case, following the Supreme Court's 
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decision referred to, issued a certificate that the present and 
future public convenience and necessity required, among other 
things, the construction of extensions of the carriers’ lines in 
Los Angeles so as to reach and serve a union passenger station 
that they might construct pursuant to the order of the Cali- 
fornia commission but did not issue an order requiring the 
construction of the station as sought by the city of Los Angeles. 

“We think the act clearly manifests the intention of Con- 
gress,” said Justice Van Orsdel, “to give the Interstate Com- 
merce Commission jurisdiction over the rearranging and exten- 
sion of terminals and the establishment of union depots by 
converging interstate railroad lines and to limit the jurisdiction 
of state commissions to matters purely intrastate and such 
exercise’ of police power as may be essential over interstate 
lines within the state.” 

The carriers, through counsel, said the justice, challenged 
the constitutional power of Congress to vest the Commission 
with jurisdiction to order the construction and operation of a 
union passenger station as prayed for by the city of Los Angeles. 
He said this contention was based on decisions of the courts 
to the effect that the Commission might not order the carriers 
to perform a different service than that which they had under- 
taken to render. He said, however, it was well established that 
while public authority under legislative sanction and in the 
exercise of police power might require railroad companies to 
construct and operate union passenger stations, the facts upon 
which such orders were based must be reasonable, and that the 
situation here disclosed “is most reasonable and well within 
the jurisdiction of administrative authority.” 

Justice Van Orsdel, referring to paragraph 3 of section 3 
of the interstate commerce act, which requires that carriers 
shall afford all reasonable, proper and equal facilities for the 
interchange of traffic, and for the receiving, forwarding and 
delivering of passengers or property, said: 

“This section, we think, vests the Interstate Commerce 
Commission with almost unlimited power in the matter of 
establishing terminals and union stations for the proper inter- 
change of traffic between the converging interstate railroad 
lines. The term, ‘reasonable, proper and equal facilities,’ is 
broad and comprehensive enough to include not only trackage 
but adequate station facilities.” 

The court remanded the case to the Supreme Court of the 
District of Columbia for further proceedings not inconsistent 
with the opinion. The Commission, it is understood, will under- 
take to have the decision reviewed by the Supreme Court of 
the United States. The city of Los Angeles was represented 
by Max Thelen and E. C. Blanchard. 


SUPREME COURT ACTION 


Petitions for writs of certiorari were granted by the Su- 
preme Court of the United States, February 25, in No. 619, 
Chesapeake & Ohio vs. Nick Mihas; No. 621, Kansas City 
Southern vs. Guardian Trust Co., and No. 622, General Insurance 
Company of America vs. Northern Pacific. 

Petitions for writs of certiorari were denied in No. 627, 
Stearns Brothers, Inc., vs. Southern; No. 628, R. L. Davey vs. 
D. L. & W., and No. 639, Foreman Trust & Savings Bank vs. 
Grand Trunk Western. 

In No. 696, Thomas vs. Maine Central, the court denied a 
motion for leave to proceed further herein forma pauperis and 
found no basis for certiorari and denied petition for writ of 
certiorari. 

In No. 563, Baltimore & Ohio et al. vs. United States et al., 
the court held that probable jurisdiction had been shown. This 
is a proceeding from the federdl court for the northern district 
of Illinois, eastern division, involving accounting and restitution 
as result of decision of the Commission in No. 16697, C. R. I. 
& P. et al. vs. B. & O. R. R. et al., wherein it was held that the 
practice ‘under which west-side lines were required to bear 
expenses of transporting westbound traffic across the river at 
St. Louis was unjust and unreasonable for the future, and the 
decision of the Supreme Court, in No. 404, B. & O. et al. vs. 
U. S. et al., May 21, 1928, that the Commission’s order could not 
be sustained. 


COMMISSION’S COURT CASES 


All the work the Department of Justice is doing in the 
courts in connection with matters arising out of orders or 
investigations of the Commission has been placed in the hands 
of Elmer B. Collins, who was a member of the Commission’s 
staff until January, 1926, at which time he became a member 
of the Attorney General’s staff, as special assistant. Mr. Col- 
lins was called to the Department of Justice when W. J. Don- 
ovan, the assistant to the Attorney General, was put in charge 
of what were called the major violations of the interstate com- 
merce act, that designation covering the work in connection 
with the criminal parts of the interstate commerce act and the 
Elkins act. 

The court work, at least in the district courts, in aid of the 
investigations or orders of the Commission, has been consoli- 
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dated in the hands of Mr. Collins since the death of Blackburn 
B. Esterline, last October. Prior to that time, Mr. Esterline, 
called assistant to the solicitor general, was in charge, in all 
courts, of the litigation growing out of the orders of the Com- 
mission. Mr. Esterline appeared in the Commission cases in 
both the district and the Supreme Court proceedings, but the 
other line of work was done by Mr. Collins. Hereafter, cases 
appealed from the district courts, involving applications to set 
aside orders of the Commission, will be handled as any other 
appellate work, of which the solicitor general has general 
charge. Mr. Collins has’appeared in the district courts in cases 
arising out of orders of the Commission in Erie vs. United 
States, involving rates on imported woodpulp, the Florida Log 
Case, now in the circuit court of appeals at New Orleans, and 
the McCormick Terminal Warehouse Case, in the district court 
at Baltimore. 


SHIPPERS CONFER ON EASTERN RATES 


The Traffic World New York Bureau 


Counsel representing New York state shippers are expected 
to hold a conference shortly in order to agree on the nature 
of the data required by the Public Service Commission on the 
appeal against the imposition of increased eastern class rates 
in New York. The necessity for such a meeting is the differ- 
ence of opinion between counsels representing shippers and 
railroad carriers. When this information is developed it will 
be submitted to the Public Service Commission for a ruling. 

At a meeting of the Shippers’ Conference of Greater New 
York, it was the consensus that any action on this class rate 
case would be premature until the receipt of the revenue test, 
which is to be held in Washington on April 10. It was pointed 
out that no brief has been called for and not any will be called 
for until after the record is completed, including the revenue 
test under the proposed rates. 

In the brief to be filed by those taking part in the case, am- 
ple opportunity will be offered for any criticism of the Inter- 
state Commerce Commission’s proposed rates. The conference 
maintains that no action should be taken until all the facts in 
the case are presented. 

Some shippers of other parts of the state are responsible 
for the investigation by the Public Service Commission by con- 
tending that the present freight rates within the state are 
sufficient. They contend that the carriers in this state are in 
excellent financial condition and have no need for increased 
rates. The proposed increases run as high as 40 per cent in 
some cases, it is alleged. 

Wilbur LaRoe, Jr., who is assistant counsel to the Port 
Authority of New York, represents the associated industries 
of the state and a number of shipping organizations in various 
cities. He declares that the state is losing many industries 
because of the present rates, and that any advance therein 
would speed up this loss of industry. 

The railroads, on their side, refuse to tell the Public Service 
Commission until after the determination of the case whether 
they considered the present rates in the state are satisfactory. 


CHIPBOARD TO C. F. A. 


In complainant’s brief in No. 14865, the Hinde & Dauch 
Paper Co. vs. Big Four et al., and No. 21430, Same vs. Akron, 
Canton & Youngstown et al., the former filed in 1923, but never 
‘disposed of, Isaac Born and Ferdinand Born ask the Commis- 
sion to find the class rates, 90 per cent of sixth, on chipboard 


from Watertown, N. Y., to central territory to have been, are, . 


and will be, excessive, unjust, unreasonable and unduly preju- 
dicial to the extent they exceeded, exceed and may exceed the 
class rates from Syracuse and Syracuse rate groups to central 
territory; also ¢hat the rates were, are and for the future will 
be unlawful in the terms mentioned to the extent they ex- 
ceeded, exceed or may exceed rates set forth in complainant’s 
exhibit No. 25, and award reparation. 

The complainant has a raw material factory at Watertown 
and a manufacturing plant at Sandusky, O. The attorneys 


assert that the rates from Watertown are so high that but - 


few shipments to others than the complainants have been made. 
Watertown is in the Ogdensburg, N. Y., group, an area in 
Canada and the United States covering 28,000 square miles, 
extending as far east as Old Town, Me. The brief asserts that 
90 per cent of sixth class in the east means nothing, because 
it varies from 30 to 37 per cent of first class. Watertown, it 
is asserted, is charged the Ogdensburg rates notwithstanding 
its advantage in distance on westbound traffic. Watertown, 
it is asserted, is 326 miles nearer each point in central territory 
than Berlin, N. H., a half-way point across that 28,000 square 
mile group and 507 miles nearer the central territory destina- 
tions than Old Town, thé easternmost point in the group. 

. “Complainant,” says the brief, “contends for nothing more 
nor less than the proper relation of distance to. the rates from 
and to Buffalo; from and to other main line points, on the 
same order as was provided by the Commission in Oswego vs. 
B. & O., 146 I. C. C. 298.” 
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The brief is freighted with detailed figures of Comparigo 
not only as to paper mill products, but other commodities 6 
well, climatic conditions at Watertown, physical aspects of the 
territory through which the traffic moves and scoreg of a 
erences to cases supporting the contentions on the dozens: of 
points. In addition, it contains some observations in respect 
of the Born theory of scale making on a mathematica] basis to 
give appropriate weight to factors entering into the making of 
rates in relation to the considerations believed to be Controlling, © 


FOURTH SECTION CEMENT RATES 


Hearing in fourth section application 13651, filed by C. W.: 
Galligan, agent, was held at Chicago before Examiner Glover 
February 2& 

As explained by J. B. Davies, assistant general freight 
agent, E. J. & E., the application seeks permission for the 
maintenance and establishment of rates on cement, carloads 
from Buffington, Ind., to points in northeastern Illinois without 
observing provisions of the fourth section. Specifically, the 
destination territory is that just outside the Chicago district 
which lies east of the E. J. & E. and on and north of the line 
of the C. R. I. & P. from Joliet and Blue Island. The rateg in 
effect were prescribed in docket 12710 and temporary fourth 
section relief was granted under order 8807. The order in 
docket 12710 -prescribed a scale of rates for application to 
cement and required that distances be computed over the ghort- 
est direct connection, not to exceed three lines. The distances 
to the points in question figure through the Chicago Switching 
district, where as the E. J. & E., which originates the shipments, 
makes an approximate half circle around the district. Mr, 
Davies testified that it was more economical and expeditious 
to move the shipments around the district via his line and that 
all shipments in the past had moved that way. In no instance, 
he said, did the departures exceed a half cent. The maximum 
circuity, according to his testimony, was at Wilmette, IIL’ 
where it amounted to 291 per cent. In event relief was denied 
it would be impossible for the E. J. & E. to conform to the 
basis prescribed for the traffic at the expiration of the present 
order, he said, and the effect of establishing lower rates at 
the points where the fourth section violations occurred would 
be to disrupt the entire adjustment, according to him. 

There was no opposition to the request at the hearing. 


ILLINOIS SAND RATES 


The Commission, in No. 21939, sand, gravel and crushed 
stone from Indiana and Illinois.points to destinations in Illinois, 
on its own motion, has instituted an investigation concerning 
the lawfulness of the interstate rates on the commoditiés indi- 
cated, from points in Indiana to destinations in Illinois on the 
Toledo, P@@ria & Western and on and south of the Terre 
Haute-St. Louis line of the Pennsylvania, and the question of 
the lawful relation or relationships between such interstate 
rates, on the one hand, and the corresponding Illinois intra- 
state rates to the same destinations, on the other hand. 

This inquiry is an outgrowth of the questions raised in I 
and S. No. 3093, sand, gravel and crushed stone from Indiana 
points to destinations in Illinois and No. 21372, Ohio & Indiana 
Stone Company et al. vs. Big Four et al. Those cases have 
been made a part of the intrastate investigation. All have 
been set down for hearing, March 12, at the Hotel Sherman, 
Chicago, Ill., before Examiner Fuller. 

In connection with the institution of the inquiry the Com- 
mission has notified the parties that it desired the proceedings, 
as broadened, be continued to be handled on the. conference 
plan. Therefore it said that in connection with the hearing set 
forth March 12, an informal conference would be held, the par- 
ties thereto being the complainants, the carriers, representa- 
tives of the Illinois commission and the examiner, with the 
object of reaching an agreement as to the facts and disposition 
of the controversy, such agreement to be entered in the record 
in the form of a stipulation, leaving for the formal hearing, in 
so far as practicable, only those matters, if any, as to which 
the parties might be unable to reach an agreement. 

In the hearings and informal conferences heretofore held, 
Illinois Commerce Commission Nos. 17841 and 17863 were 
treated as parts of the case. 


DEMURRAGE ON PARCELS 


The House has passed H. R. 11476, a bill authorizing the 
Postmaster-General to impose demurrage on undelivered collect- 
on-delivery parcels. The Postoffice Department urged enact- . 
ment of such legislation to reduce the overtaxing of postoffice 
space and the indemnity liability of the department caused by 
the practice of some addressees in purposely leaving collect-on 
delivery parcels in postoffices of address longer than justified. 

COMMISSION CLOSES MONDAY 

The offices of the Commission and other government de- 
partments will be closed Monday, March 4, on account of the: 
inauguration of Herbert Hoover as president of the Uni 
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Ideal Embodied in Legislation in 1887 Continues to This Day—Era of Repression and Retaliation 
Brought Railroads and Country Near to Ruin in 1917—Addition to Ideal 
Made in 1920 by Section 15a 


By A. E. Heiss - 


In the summer of 1853, a newspaper announcement said 
that the Illinois Central had thrown its strength into the fight 
for the passage, in Illinois, of a liquor prohibition statute 
similar to that which Maine had written two years before. 
Therefore, said the announcement, the railroad had decided 


to refuse shipments of liquor. 





J. B. CAMPBELL 


and George B. McClellan on its pay roll, 
believed it had the power to join the crusade 
In its own way it expedited 
the movement, which, in the middle of the 
last century, made so large a part of the 
country place the ban of outlawry on the 


against liquor. 





Cc. R. PORTER 


Railroad agents were in- 
structed to examine all boxes, casks, 
and barrels and reject them if they 
contained liquor. Little stir seemed to 
have been created by that act. 

Bound up in such a decision were 
all the implications of. power, exercise 
of which caused Congress, in 1887, to 
pass the act to regu- 
late commerce. That 
railroad, then, as now, 
an agency of great 
service, made memor- 
able, historically, in 
these days, by having 
had Abraham Lincoln 


liquor traffic. Illinois 
went dry in 1855, two 
days after Abraham 
Lincoln was defeated 
for the United States 
senate by- Lyman 
Trumbull. 

Not all the railroads, in what they 
did in those and later days, were actu- 
ated by so high an ideal of public 
service. If a railroad could decide that 
it would not transport an article of 
merchandise, it could decide that it 
would haul some other commodity for 
one rate for one citizen and another 


| 


for another. By the same sign it could decide that Chicago, 
on account of competition, was entitled to lower rates on 
all freight than some other point or points on its lines. 
No one, seemingly, questioned the motive, or power, of 
the railroad that had decided that it would do what it could 


T. F. WOODLOCK 


to make dry Illinois and whatever other territory it may 


Cc. B, AITCHISON FRANK McMANAMY 





CHAIRMAN E. I. LEWIS 


have served at that time, even if the legislature of [Illinois 
had not seen fit to follow the example of Maine. 


Ideal of the Law 


Although millions of words have been written about 
the causes that led to the passage of the Cullom act of 1887, 


about the act itself and the administra- 
tion thereof by the Commission created 
by it, the ideal in the statute and the 
one toward which the administrative 
body has been and is striving is com- 
paratively simple, although divided into 
several parts. 

The ideal is a rate 
that is just, reason- 
able, non-discrimina- 
tory and non-preju- 
dicial charged by a 
railroad that is paid 
enough to afford an 
adequate service for a 


namely, that the indi- 
vidual must give up 
some of his rights to 
the end that those he 
retains may not be 
taken from him by the 
hand of his strong 
neighbor. 

Except in the enactment of the 
original statute, the history of the law 
regulating common carriers by railroad 
and the history of the Interstate 
Commerce Commission are the same. 
Nearly every year since its creation 
the Commission has pointed out to 





R. V. TAYLOR 


great contry with safety for passengers and 
property and so managed in its finances that 
the public will always come forward with 
capital necessary to make needed extensions. 
It is socialistic in the same sense that the 
whole idea of government is socialistic— 





EZRA BRAINERD 


Congress the weak places in the legislation it enacted in 1887 
and the acts amendatory thereof, including that of 1920 in 
which Congress laid down the rules to be observed to the end 
that the railroads would be kept in the health required for 


the performance of adequate service. 


Maintenance in health 


of the railroads was the 1920 addition to the ideal of 1887. 


B. H. MEYER P. J. FARRELL 





J. B. EASTMAN 
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sible insurance rates... direct rail transfer 
(except in New York where the terminal is 
located within “free lighterage limits”) 
affords maximum economy. Waterside 
storage eliminates one or two transfers 
which greatly reduces the hazards attend- 
ant to the excessive handling of freight. 
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The first thought was the protection of the public as users 
of the railroads. The thought in 1920 was the maintaining of 
the railroads in financial condition to give the country the 
transportation needed. In the early days of railroad construc- 
tion there was so much of individualism that in some states the 
railroads were forbidden even to use the same stations. 

In 1887 the determination in the minds of the lawmakers 
was to lay a strong hand on the railroads with a view to their 
reformation. The legislation and the orders of the Commission 
were and still are regarded as repressive and retaliatory. The 
admitted era retaliation and repression brought the railroads 
so near general bankruptcy in 1917, notwithstanding that 1916 
was the most prosperous year in their history, that the legis- 
lation of 1920 is notable for its mandate to the Commission to 
have a care that their return be made adequate to assure suffi- 
cient and good service. 

Although, in 1914, practically at the solicitation of Presi- 
dent Wilson, the Commission allowed a 5 per cent increase 
in freight rates and later a 15 per cent increase, the rising tide 
of expense incident to the war in Europe came so near over- 
whelming the railroads that, in 1917, in a special report to Con- 
gress the Commission had to suggest that the President take 
them over for operation as a unit for war purposes. The fact 
that the rates and repressive measures up to that time had 
left the carriers in a serious financial situation was not men- 
tioned as a reason for the alternative measures suggested in 
that special report. The Commission merely pointed out that 
the railroads, for war purposes, should be operated as a unit. 
Their operation as a unit by the railroads themselves was sug- 
gested, with so many unfavorable -qualifications that President 
Wilson took them over for operation by himself. 

Neither shippers nor Commisison was ready then to admit 
that the restrictive measures constituted a major cause of the 
condition in which the railroads found themselves. However, 
in the consideration of proposals for legislation in anticipation 
of the return of. the railroads to their owners, March 1, 1920, 
there was no attempt to prevent the giving of the mandate 
requiring the Commission to initiate and establish rates that 
would give an adequate return. 


The Periods of History 


The interwoven history of the Commission and the law it 
administers divides itself into periods: 

1887 to 1896—The latter was the year in which culminated 
the judicial decisions that had been paving the way for the 
Supreme Court’s definite declaration that the law of 1887 had 
not given the Commission the power to prescribe rates for the 
future. The shadow of that blow was over the Commission in 
the so-called circle case, C. N. O. & T. P., 162 U. S. 184. The 
blow fell in the maximum rate cases, 167 U. S. 479 and 165 
U. &.. Siz. 

1896 to 1906.—In 1906 Congress definitely gave the Commis- 
sion the power to establish rates for the future, made its deci- 
sions final as to the facts and as to the amount of the rate, 
limited the courts into inquiry as to whether the Commission 
had facts and as to whether its orders were within the statute 
of its creation and the Constitution of the United States. 

1906 to 1914.—In that eight-year period the Commission set 
about doing the things it sought to do prior to 1896. It had the 
support of the sentiment created by Theodore Roosevelt, who, 
in his message to Congress, in 1904, made the regulation of 
railroads the paramount problem. In the first two periods the 
Commission could enforce its orders only by means of man- 
datory injunctions or writs of mandamus issued by the courts 
after they had sat, in all essential things, as appellate bodies 
reviewing the facts that had been placed before the Commis- 
sion and taking testimony from the railroads that had not been 
tendered by them to the Commission. The Rooseveltian denun- 
ciation of the evils attributed to big business resulting in 
investigations into the affairs of railroads ordered by Congress, 
the passage of the Mann-Elkins act, 1910, giving the Commission 
the power of the suspension of proposed rates, and the enact- 
ment of the LaFollette valuation part of the revised act to 
regulate commerce, also known as the Hepburn act, not to 
mention the creation and abolition of the commerce court, made 
this third period one of almost continuous attacks upon the 
practices of the railroads. The arrogance with which the fed- 
eral courts had dealt with the orders of the Commission prior 
to that time, transferred a good deal of the rancor against the 
railroads shown by state legislatures and state commissions 
to the federal domain, all culminating in the concentration of 
trouble for the country in conditions that came about in the 
closing months of 1917. 

1920 and since.—Revision of the act to regulate commerce 
with the introduction of the mandate for the Commission to 
have regard for the well-being of the railroads is material so 
new as hardly to be distinguished from current events. Adop- 
tion of the Hoch-Smith resolution in 1925, in the eyes of many, 
is just a small swinging away from the command to regard the 
railroads as facilities to be handled with the care due to a 
realization that they are needed all the time. 
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Developments in Regulation 


Much ground has been covered since the act to regula 
commerce went into full force, April 5, 1887. On that day = 
Commission, by means of telegraphic correspondence betwe 
Leland Stanford, president of the Southern Pacific, ang 7 
Cooley, one of the most noted jurists and writers on law : 
country has produced, first chairman of the Commission laid 
down the rule, observed by United States courts, that it would 
not pass upon abstract subjects, but would give its decisions 
only when the one appearing before it asked for definite relief 
The Southern Pacific desired the Commission to constrye the 
fourth section in relation to water competition. Stanforg ‘on 
told that when the Southern Pacific filed a petition under oath, 
oaths being required in the early days, the Commission would 
act, after investigation. 

The original act required the Commission to submit jts 
annual report, containing recommendations to the Secretary 
of the Interior, for transmission to Congress. Its accounts were 
also kept by that department of the government. But on March 
2, 1889, the law was changed so as to eliminate that slight cop. 
nection with an executive department. 

No additions were made to the law, except in accordance 
with the original idea, until 1920. In 1893 the compulsory 
testimony provision was enacted and ten years later the Elkins 
rebate law was written. The last mentioned was for the pro. 
tection of the railroads from their own sins. The original act 
forbade departure from the published rate ,but, until a departure 
was made a penal offense, a rebate was regarded as a discrim- 
ination and damage on account of it had to be proved before 
anything could be done about it of real effect. 

National control of railroad regulation came slowly, for two 
reasons. The first was that, until after the civil war the effort 
of every community was to obtain a railroad. Much of the 
traffic was intrastate. Almost any sin of omission or commis- 
sion was overlooked in the anxiety of cities and states to obtain 
or keep a railroad. The second was that until that time the 
railroads were nearly all more or less local institutions, with 
the states more concerned with efforts of safety than of rates. 
Yet Rhode Island, as early as 1839, had a railroad commission 
of sorts, endowed with powers of examining and reporting on 
the doings of railroads. Thirty years later Massachusetts 
created a supervisory-advisory type of commission. 


The idea of commissions of the sort now in existence orig- 
inated in the western and southern states, Illinois being one 
of the first of that type. The Illinois statute shifted the burden 
of proof as to the reasonableness of rates from the shipper to 
the carrier. The subject was brought to the attention of Con- 
gress by bills as early as 1868. They were introduced session 
after session. After the decision in the Wabash, St. Louis and 
Pacific case, 118 U. S. 557, the problem became important 
because the court said that a state could not regulate inter- 
state commerce, just as the court in the Gibbons vs. Ogden 
case, in 1824, put an end to the efforts of New York to control 
navigation on the Hudson. 

On President Grant’s suggestion, in 1872, the Senate ap- 
pointed a special committee, of which Senator Windom was 
the head, to study the whole matter. It made a report just as 
thirteen years later the Senate caused the appointment of a 
committee, of which Senator Cullom of Illinois was the head. 
It also made a report, the Cullom report, which is frequently 
mentioned as the foundation on which the act of 1887 was built, 
notwithstanding the fact that each house of Congress long 
before had passed bills, but the two were unable to agree as 
to what should be done. 


Weird as it may seem to those who think of the Senate 
as the citadel of conservatism and privilege, that body desired 
regulation by an administrative body endowed with almost as 
much power as the Commission now has. The House desired 
definition of abuses the railroads were accused of practicing, 
with an appropriate penalty for each, and enforcement by the 
courts. The act of 1887, it hardly seems necessary to Say, 
was a compromise, as are all acts of legislation. 

Regulation by the nation was begun in the era of unre 
strained competition among railroads themselves and between 
the railroads on the one hand and all other forms of transpor- 
tation on the other, practically all by water. The country then 
still desired construction without stint, but sighed for relief 
from the most obvious of the abuses that were by-products of 
unchecked competition distinguished by their general resem 
blance to blackmail. As to rates, that ended to a large extent 
after 1906, and as to construction of new railroads a few years 
later. 
Now there is an era of carefully limited competition, except 
that from carriers by water and the motor vehicle, marked by 
only slowly growing freight traffic and a continued reduction 
in passenger traffic, with increased earnings due in some meas- 
ure to small increases in freight rates, but more to heavy 
reductions in operating expenses. Need of the protective legis- 
lation of 1920 is becoming clearer, except possibly to the 
farmers, whose economic problems are matched only by those 
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‘The Stage was set— 






LL these autos were “rush”! 


All must arrive on time! Agents 
in many cities anxiously awaited 
their shipments. Schedules for a big 
advertising campaign had already 
been released, announcing the new 
line. Models must be on display at 
the set date. 

Otherwise the early success of the 
campaign would be imperilled . . . 
Yet, through a combination of un- 
usual circumstances, not a single new 
car had left any of the company’s 
plants! And but one week remained! 

What was to be done?. . .To quote 
from one of the company’s state- 
ments: 

“...We were faced with the stu- 
pendous task of getting these cars 
into the hands of our dealers through- 


out the country within a week’s 
time. Our Manager of Traffic... 
called in the officials of the Pennsyl- 
vania Railroad and explained our 
situation. Immediately they prom- 
ised their cooperation. Not only did 
they promise cooperation but gave 
cooperation...” 
The results? 


500 carloads of the new models 
were shipped from one plant on 
swift Pennsylvania freight trains. 
When advertisements appeared in 
newspapers all over the country on 
September 22, the public found 
dealers exhibiting the new models. 


Modern industrial Traffic Man- 
agers are taking advantage of im- 
proved freight transportation to 
speed up turnover, reduce invento- 





These 3 solid trainloads of autos 
must arrive on time. - - 


Tue PENNSYLVANIA’S 
famous fleet of 62 named 
freight trains—‘‘The Lim- 
iteds of the Freight Service’’ 
— has set monthly records as 
high as 98% for on time 
arrivals. The performances 
of these six are typical: 





‘*THE GAS WAGON’”’ 
Merchandise 
Detroit to Seaboard Cities 





‘*THE YANKEE”’ 
Perishable — Merchandise 


New England to Chicago 





‘* THE GREYHOUND” 
Live Stock 
St. Louis to Seaboard Cities 






‘*THE CORNUCOPIA” 
Merchandise 
Buffalo to Seaboard Cities 


‘* THE DIVIDEND’”’ 
Perishable — Merchandise 
Wilkes-Barre to Pittsburgh 


‘*THE PREMIER’”’ 
Live Stock 
Pittsburgh to Seaboard Cities 





ries, and open up new selling territo- 
ries. In the panel above are listed six 
Pennsylvania freight trains—leaders 
of the famous fleet of 62 named 
freight trains, whose dependable on 
time performances have made them 
indispensable to Traffic Managers in 
the execution of the new business 
strategy. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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The latter, however, have been more 


successful in dealing with theirs than have the farmers, if the 
professional friends of the latter are to be believed when they 
make dolorous declarations about the farmer. 

In the forty-two years of the Commission’s life Congress 
has appropriated $104,128,595 for its work, a sum so small in 
comparison with what has been spent on work of questionable 
value that it serves to call attention to the fact that, in pro- 
viding money for really needful things, this rich country is 


a niggard. 


Of that sum between $35,000,000 and $36,000,000 


have been appropriated in making the valuation of the prop- 
erty owned by the railroads, a thing undertaken on the belief, 
now not at all firmly held by nearly as many men as held it 
ten years ago, that by knowing the amount of the investment 


rates could be made accordingly. 


R. R. REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads, for December, 1928, 
and the twelve months ended with December, for the country 
as a whole, compiled from carrier reports by the bureau of 


statistics, follow: 


Average number of miles operated 


Revenues: 
Freight 
Passenger 
Mail 
All other transportation 
Incidental 
Joint facility—Cr 
Joint facility—Dr 


Railway operating revenues 


Expenses: 
Maintenance of way and structures... 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations... 
General 


Transportation for investment—Cr.... 


Railway operating expenses 
Net revenue from railway operations.... 
Railway tax accruals 
Uncollectible raitway revenues 

Railway operating income 


Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


Net railway operating income.... 


Ratio of expenses to revenues (per cent). 


1928 
240,578.89 


$ 367,183,922 
*76,522,687 
12,025,436 
13,785,861 
16,713,118 
9,961,705 
x60,136 
316,754 


495,815,839 


61,199,324 
95,684,669 
10,400,292 
174,625,820 
4,553,048 
12,768,405 
1,661,297 


357,570,261 
138,245,578 
35,107,570 
395,699 
102,742,309 


6,843,796 
1,512,843 


94,385,670 
72.12 


TWELVE MONTHS 


Average number of miles operated 


Revenues: 
Freight 
Passenger 
Mail 


All other transportation 
Incidental 

Joint facility—Cr 

Joint facility—Dr 


Railway operating revenues 


Expenses: 
Maintenance of way and structures.. 
Maintenance of equipment 
Traffic 


Railway operating expenses 


Net revenue from railway operations.... 
Railway tax accruals 


Net railway operating income.... 


Ratio of expenses to revenues (per cent). 


240,243.20 


$4,688, 760,282 
$900,326,853 
104,317,532 
142,446,829 
207,879,887 
125,989,631 
12,177,728 
4,137,706 


6,177,761,036 


845,612,453 
1,174,424,259 
125,048,356 
2,097,151,102 
56,141,392 
189,860,626 
15,757,927 


4,472,480,261 
1,705,280,775 
395,066,478 
1,589,976 
1,308,624,321 


91,602,467 
23,888,111 


1,193,133,743 
72.40 


1927 
239,410.26 
$ 334,901,486 
81,891,941 
9,972,825 
14,257,453 
15,889,131 
9;921,781 
1,267,060 
374,653 


467,727,024 


69,926,901 
99,289,408 
10,237,533 
179,450,550 
4,594,856 
16,711,415 
2,082,161 


378,128,502 


89,598,522 
26,665,012 
164,871 


62,768,639 


6,359,892 
2,144,173 


54,264,574 
80.84 


239,190.08 


$4,649,717,869 
§976,185,616 
95,999,683 
143,414,134 
206,598,070 
128,969,503 
14,076,676 
4,931,764 


6,210,029,787 


879,496,192 
1,229,219,401 
120,720,821 
2,167,566,246 
56,203,917 
193,204,557 
17,685,230 


4,628,725,904 
1,581,303,883 
381,598,590 
1,514,032 
1,198,191,261 


88,043,588 
25,006,077 


1,085,141,596 
74.54 
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grain and grain products, live stock, coal, coke and merchan 
less than carload lot freight. Loading of all other commoditi 
however, showed increases. es, 

The total for the week ended February 16 was an increage 
of 69,465 cars over the corresponding week in 1928 and ap 
increase of 3,257 cars over the corresponding week in 1927, 

Revenue freight loading by districts the week endeg Feb. 
ruary 16 and the corresponding period of 1928 was reported 
as follows: 


Eastern district: Grain and grain products, 6,627 and 5,996: 4 
stock, 2,185 and 2,2763; coal, 48,943 and 33,750; coke, 3,378 and 2,504. 
forest products, 6,425 and 6,830; ore, 1,493 and 1,286; merchandise’ 

. C. L., 67,825 and 65,777; miscellaneous, 89,628 and 81,095; total’ 
1929, 226,504; 1928, 200,001; 1927, 221,094. 7 ’ 

Allegheny district: Grain and grain products, 2,908 ang 2,900: 
live stock, 1,836 and 1,965; coal, 47,681 and 37,657; coke, 5,876 "and 
5,114; forest products, 3,243 and 2,875; ore, 1,697 and 1,955: mer- 
chandise, L. C. L., 52,579 and 52,960; miscellaneous, 77,603 and 71,439. 
total, 1929, 193,423; 1928, 177,365; 1927, 196,533. 7 

Pocahontas district: Grain and grain products, 172 and 217: live 
stock, 69 and 54; coal, 44,925 and 34,549; coke, 491 and 397; forest 
products, 1,361 and 1,531; ore, 133 and 146; merchandise, L, ¢. a 
7,988 and 7,410; miscellaneous, 5,099 and 5,834; total, 1929, 60,238: 
1928, 50,138; 1927, 56,256. —— 

Southern district: Grain and grain products, 4,442 and 3563. 
live stock, 1,787 and 2,194; coal, 30,691 and 25,191; coke, 849 and ‘569: 
forest products, 18,990 and 18,218; ore, 1,314 and 1,046; merchandise 
L. C. L., 40,342 and 41,291; miscellaneous, 49,985 and 51,346: total’ 
1929, 148,400; 1928, 143,409; 1927, 155,971. P 

Northwestern district: Grain and grain products, 12,018 and 11,951; 
live stock, 8,660 and 10,106; coal, 10,797 and 6,436ffi coke, 2,141 and 
1,637; forest products, 17,002 and 22,316; ore, 532 and 430; merchandise, 
L. C. L., 30,181 and _ 31,361; miscellaneous, 32,207 and 32,863; total, 
1929, 113,538; 1928, 117,100; 1927, 116,442. : , 

Central Western district: Grain and grain products, 15,395 and 
11,414; live stock, 10,145 and 11,833; coal, 21,605 and 14,257; coke, 572 
and 337; forest products, 7,073 and 9,027; ore, 4,070 and 3,209; mer- 
chandise, L. C. L., 33,346 and 33,417; miscellaneous, 47,730 and 45,610; 
total, 1929, 139,936; 1928, 129,104; 1927, 133,984. 

Southwestern district: Grain and grain products, 5,587 and 5,269; 
live stock, 2,197 and 2,783; coal, 8,338 and 5,197; coke, 292 and 126; 
forest products, 7,366 and 7,476; ore, 366 and 350; merchandise, L. 
Cc. L., 16,182 and 16,956; miscellaneous, 35,684 and 33,312; total, 1929, 
76,012; 1928, 71,469; 1927, 74,514. 

Total, all roads: Grain and grain products, 47,149 and 41,310; live 
stock, 26,879 and 31,698; coal, 212,980 and 157,037; coke, 13,599 and 
10,675; forest products, 61,460 and _ 68,273; ore, 9,605 and 8,422; mer- 
chandise, L. C. L., 248,443 and 249,172; miscellaneous, 337,936 and 
321,999; total, 1929, 958,051; 1928, 888,586; 1927, 954,794. 


Loading of revenue freight in 1929 compared with the two 


previous years follows: “i 
1 

3,756,660 
965,664 
962,602 
954,794 


6,639,720 


1928 
3,448,895 
26,262 
906,477 
888,586 


6,170,220 


1929 
3,570,978 
946,892 
955,478 
958,051 


6,431,399 


SHORT LINE DEFICIT BILL KILLED 


Although the Senate had passed S. 3623, as reported from 
the Senate interstate commerce committee, to amend section 
204 of the transportation act to enable short lines to take to 
federal courts the issues as to when they were under federal 
control and the meaning of the word “deficit” as used in sec- 
tion 204, the House committee on interstate and foreign com- 
merce, February 28, voted to postpone action on the measure 
at this session and thereby killed it. Section 204 provides for 
reimbursement of deficits to short lines in that part of the fed. 
eral control period that they were not under federal control. 

The Senate interstate commerce committee, in reporting 
the bill, said the Director General of Railroads had held that 
short-line railroads were privately operated in the first six 
months of 1918 and therefore were not entitled to compensation 
for the use of their properties, while the Commission had held 
they were under federal control in that period and hence were 
not entitled to the benefits of section 204. Construction of the 
word “deficit” by the Commission also has been in issue and 
short lines desired enactment of the legislation to permit 4 
court review of both questions. 


Four weeks in January 

Week ended February 2 
Week ended February 9 
Week ended February 16 


SHORT LINES AND RECAPTURE 

The railroad sub-committee of the House committee on in- 
terstate and foreign commerce, of which Representative New- 
ton, of Minnesota, is chairman, held a further hearing February 
23 on the bills proposing exemption of short lines from the re- 
capture provisions of section 15-a. 

Other than members of the committee, those who were 
present included Commissioner McManamy; C. D. Mahafie, 
director of the Commission’s bureau of finance; M. O. Loren, 


director of the Commission’s bureau of statistics; Alexander 
Wylie, director of accounts of the Commission; Alfred P. Thom, 
general counsel of the Association of Railway Executives; 
Moore, of the American Short Line Railroad Association, a0 
George H. Parker, who represents several short lines. al 
As at previous hearings, there was discussion of propos 8 
that the situation complained of by the short lines be met by : 
provision that recapture should not be based on the net ye 
way operating income of a single year, but on the mange 
from three to five years. Mr. Thom said such a provision = : 
apply to all railroads. It is not expected that the pills unde 
consideration will be acted upon at this session. 


*Includes $3,110,624 sleeping and parlor car surcharge. 
xDeficit or other reverse items. 

fIncludes $3,187,632 sleeping and parlor car surcharge. 
tIncludes $39,643,056 sleeping and parlor car surcharge. 
§Includes $40,201,323 sleeping and parlor car surcharge. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 16 
totaled 958,051 cars, according to the car service division of 
the American Railway Association. 

Compared with the preceding week this was an increase 
of 2,573 cars, with decreases reported in the total loading of 
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MUNSON-McCORMICK LINE 
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Just a few listed, but they show 
the diversified classification of 
goods handled at this port. 


















From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 









DIRECT TO 
LOS ANGELES HARBOR—SAN 
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Asbestos Goods 

































































FRANCISCO, OAKLAND, PORTLAND, Cement 
SEATTLE and TACOMA — 
es Hair 
Through Bills of Lading issued to other —— 
Pacific Coast Ports; Hawaii, Far East Structural Steel 
and British Columbia Germany— 
Canned Goods 
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MUNSON STEAMSHIP LINE Cortboard 
Munson Building, 67 Wall St., New York Crockery 
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‘Piiladeiphla, Mobile, New Orleans” oa 
— — Saltpetre 
McCORMICK STEAMSHIP CO. sali Steel 
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Crockery 
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STORAGE 


Tea 





Then thousands of tons of miscellaneous 
goods from—lItaly, Spain, British Isles, 
France — and most every corner of the globe. 


The Port of Houston is the logical port 
of entry to the Great Southwest Empire. 
Its facilities for handling every nature 
of cargo are unexcelled. Its rail trans- 
portation is of the best. 


nal Bot 


De 06 mm 





Located three blocks from the busiest 4 corners in the U. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 
F. W. STOKES, Manager 


NEWARK WAREHOUSE CO., Newark, N. J. 


Write for FREE copy of the 


PORT BOOK 


°, 
tied 









Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON - - TEXAS 
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COMMISSION REPLIES TO REED 


The Traffic World Washington Bureau 


Intimations that the Commission strongly feels that Gov- 
ernor Clyde M. Reed, of Kansas, erstwhile counsel for Kansas 
farmers in the Hoch-Smith grain proceeding, did not deal fairly 
with it in his recent testimony on the Capper grain rate resolu- 
tion before the Senate interstate commerce committee are 
found in a statement prepared by Commissioner Meyer and 
transmitted te the committee by Chairman Lewis. (See Traffic 
World, Feb. 9, p. 342.) 

In his letter of transmittal, Chairman Lewis said the Com- 
mission had planned to have one of its members appear before 
the committee, but that, “unfortunately, the engagements of 
your committee have made it impossible for us to appear before 
the adjournment of the present Congress.’ He said Commis- 
sioner Meyer had hoped to answer questions that members 
of the committee might have asked and that he was confident 
that such an oral discussion would have thrown much light 
on the various questions suggested by Governor Reed’s state- 
ment. 

“However,” concluded Chairman Lewis, “this written state- 
ment, we think, answers the leading points made by Mr. Reed 
except those which go directly to the issues in the grain case, 
which, obviously, it would be improper for us—or any counsel 
in the case—to discuss before your committee while the pro- 
ceeding is pending.” 

Commissioner Meyer, at the outset of his statement, in a 
brief chronclogical review of the Commission’s administration 
of the Hoch-Smith resolution, said that, since the passage of 
the resolution, which became law January 30, 1925, “we have 
had to dispose of about 3,500 informal rate cases in addition to 
many thousands of other formal and informal proceedings.” 

“Parties interested in these cases had their rights under 
the law and it was our duty to attend to their complaints as 
efficiently as possible,” said he. ‘‘We have not understood that 
the resolution authorizes us to postpone work in connection 
with and in consideration of the thousands of matters that the 
citizens of this country have been accustomed to bring to us. 
We have given reasonable preference to cases involving agri- 
cultural products and cases affecting agriculture. Of the 3,500 
rate cases, about one-third related to products of agriculture. 
Of this one-third, 529 have been individually classified as fol- 
lows: Grain and grain products, 237; live stock, 38; vege- 
tables, 52; cotton, 44; cotton linters, 20; cottonseed products, 
55; apples, 35; fruits in general, 48; total, 529.” 


Hoch-Smith Effects 


Commissioner Meyer said that, since the passage of the 
resolution, “all of our rate cases have been decided in the 
atmosphere created by the resolution.” 

“We have exerted,” said he, ‘a steady pressure to confine 
rates on agricultural products which are depressed within the 
lower belts of the larger zone of reasonableness, while the 
pressure has been equally constant not to restrain unduly the 
maintenance of rates in the higher belts of the zone of reason- 
ableness for those commodities which are not depressed and 
which possess a greater ability to bear a higher rate. 


“It is immaterial whether we mention the resolution in a 
particular report or not. It is there just the same, like every 
other provision of the interstate commerce act. It operates on 
every case which is brought before us. It is utterly incorrect 
to assume that the resolution was considered by us only in 
those cases in which we specifically mention it or only in the 
larger proceedings conducted expressly under it. Furthermore, 
Governor Reed apparently thinks that the growers of such 
products as citrus fruits and peaches are less entitled to con- 
sideration than the growers of other agricultural products. We 
find nothing in the Hoch-Smith resolution or in the interstate 
commerce act to justify such suggestions.” 

The magnitude of the Hoch-Smith grain investigation, with 
its more than 53,000 pages of testimony, 95 briefs aggregating 
more than 10,000 pages, reply briefs and more than 2,000 ex- 
hibits, was then touched on by Commissioner Meyer, who de- 
scribed the proceeding as “a huge bundle of cases covering the 
entire western territory, for domestic, and the whole country 
for export rates.” 

“I do not believe that a single person can be found who 
stood in a relation of responsibility in connection with that 
proceeding who will not be willing to say that the greatest 
possible speed was maintained,’ said Mr. Meyer, who then pro- 
ceeded to give an illustration of ‘our efforts to expedite the 
hearing and save time and money for all interested parties.” 

The commissioner said that after Governor Reed, not at the 
time governor, had presented ‘a series of 40 Kansas witnesses, 
and the carriers had presented 20 in rebuttal, I was much 
concerned for fear that in every other state similar presenta- 
tions should be attempted, which would greatly extend the time 
for the hearing.” : 

“I could not face with equanimity the prospect of 60 wit- 
nesses from each of the remaining dozen or more grain states,” 
continued he. “In the hope of preventing such a development 


Vol. XLII, No. 9 


I thought of a plan of inviting qualified men, independent and 
free from political entanglements, to tetsify on behalf of the 
Commission.” 

This plan was effected through cooperation with the state 
commissions. The expenses of witnesses thus obtained were 
paid from the federal treasury in the cases of those who desired 
that that be done. Experts from the Department of Agriculture 
the Federal Reserve Board, and federal reserve and land banks 
were heard. But, in addition, the commissioner pointed oyt 
requests were made for opportunity to be heard and they were 
not denied. i 

“I should be glad to have direct testimony regarding the 
condition of agriculture in future cases limited as nearly as 
possible to witnesses representing the federal, state departments 
of agriculture and state commissions,’ said the commissioner 
“because these authorities can speak for our great unorganized 
agricultural industries just as other spokesmen voice the views 
of better organized industries. This would also tend to limit 
the number of rebuttal witnesses.” 


Neither Good Sense, Justice Nor Law 


As to Governor Reed’s position that the Commission “must 
assume depression in every branch of agriculture as long as 
the third paragraph of the resolution stands on the books,” 
Commissioner Meyer said: “This impresses me as being 
neither good sense, nor justice, nor law.” He quoted from 
Commission and court decisions to support that declaration. 

The conduct of the grain investigation, said the commis. 
sioner, was criticized before the committee “because I per. 
mitted the grain markets to present evidence.’ He said the 
markets, the railroads, the producers and the millers were all 
there and had a right to be there. 

“It is a serious mistake to assume that the producers of 
grain have no interest in the grain markets,” said he. “No one 
has a greater interest in the proper functioning of these markets 
than they. An investigation of the grain rate structure involves 
rates into and out of the markets. . . . A rate structure 
which interferes with the free functioning of the markets prob- 
ably in every case reacts unfavorably upon the producer. It 
is impossible to investigate the grain rate structure and at the 
same time not to investigate it.” 


U. S. and Canadian Rates 


Commissioner Meyer said he could not pass without com. 
ment “the very unfair criticisms” of the Commission’s reports 
on rates in Canada and the United States made to the Senate 
in response to Senate resolutions 208 and 250. 

“Governor Reed,” said he, “pointed out no errors except 
those which he claims to be errors of omission.” 

The commissioner asserted that “we answered the ques- 
tions which you asked and not some others.” 

As to Senate resolution 250, the commissioner pointed out 
that it referred to the railroads in the northwest. 

“We were not asked what the effect of the application of 
Canadian rates might be on railroads in the southwest or in 
any other section of the United States except the northwest 
as defined in the resolution,” said he. 

“You were also told that we should have reported regard- 
ing land grants and subsidies to railroads in the United States. 
Our answer is that you did not ask that question and we did 
not discuss land grants and subsidies in either Canada or the 
United States except as an incident to the very important 
agreement between the Canadian Pacific and the Dominion 
government with reference to grain rates. The Crow’s Nest 
Pass agreement, the cornerstone in the Canadian grain rate 
structure, rests entirely upon the subsidies referred to. That 
is the only but a sufficient reason for mentioning those particu- 
lar subsidies and no others either in Canada or in the United 
States. The government of the United States, for instance, has 
the benefit of reduced rates over certain railroads in the United 
States known as land-grant railroads. We said nothing about 
that.” 

References to taxes and the meeting of deficits in Canada 
were made, said the commissioner, because they threw light 
on the “low level of Canadian grain rates.” 

“We did not discuss the cost of fuel in Canada; nor did 
we discuss any other item in the operating expenses of rail- 
roads in Canada because the cost of operating Canadian rail- 
roads can be of no assistance to us in fixing grain rates on rail- 
roads in the United States,” said he. 

If Congress should deem it necessary to adopt the Capper 
resolution, said the commissioner, the Commission desired it- 
corporation therein “of your legislative standard of freedom of 
movement.” It was also suggested that authority be given to 
call witnesses from Canada or to send representatives to hold 
hearings in Canada to obtain information if a question of fact 
arose as to freedom of movement of grain and grain products 
in the United States as compared with that in Canada, “which 
is certain to be the case.” It was also suggested that if the 
resolution was to be passed, the Commission be authorized to 
act on the record in the grain investigation case, except only 
as to points regarding which the Commission might desire 
additional evidence. 
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TO AND FROM ALL CONNECTING POINTS, THE NEW BOSTON AND MAINE 
HAS INAUGURATED IMPROVEMENTS FOR FAST, DEPENDABLE SERVICE IN 
NEW ENGLAND 


OMING in from the north, or up from the south, 

freight for New England now finds modern 
facilities for prompt connection and fast movement 
on the Boston and Maine. The B&M’s new “speed 
yards” at Boston and Mechanicville, N. Y., New 
England’s most modern east-west terminals, are but 
two of the several improved interchange facilities 
inaugurated by the Boston and Maine in the last two 
or three years. 

At White River Junction, Vt., on the north, the 
new $600,000 classification yard concentrates freight 
movements formerly handled in four separate yards. 
From here and from .Wells River, Vt., 6 trains 
daily are coordinating schedules with the Central 
Vermont (Canadian National) and the Canadian 
Pacific—to render a fast, dependable service be- 
tween these northern New England gateways and 
all New England points on and via the Boston and 
Maine. These schedules are one to three days faster 
than before, and—they are being regularly maintained. 

At Bellows Falls, Vt.,—the Boston and Maine’s 
principal connecting point with the Rutland 
Railroad—faster, better service than previously is 


nr 


provided to shippers electing this route, with two 
trains a day. 

Via Worcester, Mass., and Springfield, Mass., im- 
proved southern gateways, new and fast schedules 
furnish the shipper with dependable service to other 
New England points and beyond. For such move- 
ments the Boston and Maine connects with the New 
Haven Railroad, at these points and at Lowell, Mass. 

A fast service on traffic moving via the Hudson 
River gateways between southern New England 
points and western territory is also available through 
the Boston and Maine’s connection with the New 
Haven at Fitchburg, Mass. 

Schedules on the Boston and Maine Railroad 
today are so coordinated that freight pauses at con- 
necting points only momentarily where it waited 
hours before; and savings on through freight at 
New England destinations are measured not in 
hours but in days. $43,000,000 has been spent in three 
years to give “Minute Man Service’ on the Boston 
and Maine, and this year $16,000,000 more is being 
spent to improve it still further. 

Today, there is indeed a New Boston and Maine. 
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OBJECT TO B. & O. PLAN 


The Traffic World Washington Burcau 


Objections to the unification plan of the Baltimore & Ohio 
have been filed with the Commission by the Southern Railway, 
the Louisville & Nashville Railroad Company, and the Business 
Protective Association of Baltimore. The Southern and the 
Louisville & Nashville, in a joint intervening petition in finance 
No. 7450, ask dismissal of so much of the proceeding ‘as seeks 
any action whatever with reference to the Chicago, Indianapolis 
& Louisville Railway.’ They own jointly .and equally over 
93 per cent of the common and over 77 per cent of the pre- 
ferred stock of the C. I. & L., one of the carriers the Baltimore 
& Ohio seeks to control. They say they do not desire and 
are wholly unwilling to sell the C. I. & L. or their stock therein 
to the Baltimore & Ohio or anyone else or to permit acquisition 
of control of that property by the Baltimore & Ohio or any- 
one else. They also say that the Baltimore & Ohio cannot 
acquire control of the C. I. & L. except by the voluntary con- 
sent of petitioners and that, as they are opposed to the plan 
so far as the C. I. & L. is concerned, it would be idle to go 
ahead with that phase of the proposal. The Baltimore organ- 
ization protests against the inclusion of the Western Maryland 
in the proposed Baltimore & Ohio system. 


CONSOLIDATION LEGISLATION 


The Traffic World Washington Bureau 

“Everyone familiar with present-day railroad problems, 
either from the point of view of the carrier, the shipper or the 
public, believes that the carriers and their properties should be 
consolidated into a limited number of strong, efficient and well- 
balanced systems capable of giving the public the service it 
demands at rates reasonable to the carrier, the shipper and the 
public; capable of assuring continued service to the communi- 
ties that are dependent upon the railroads and of protecting 
the public that has invested in them; and capable of solving 
satisfactorily many of the perplexing transportation problems 
of the present and of meeting the problems of the future as 
new transportation conditions and necessities arise,’ said Sen- 
ator Fess, of Ohio, of the Senate interstate commerce commit- 
tee, in a report submitted to the Senate, February 23, on the 
consolidation bill recently approved by the committee. 

The senator asserted there were virtually no differences of 
opinion on the basic questions of policy involved in the bill. 

This policy, as enunciated in the quoted statement, said 
the senator, “has already been established by the Congress, 
has been recommended repeatedly by the President, and is 
endorsed by the Association of Railway Executives, represent- 
ing primarily the strong carriers; the American Short Line 
Railroad Association, representing as the name indicates, the 
smaller carriers; the National Industrial Traffic League, repre- 
senting shippers throughout the country, and by economists, 
transportation experts, and various civic organizations. In ad- 
dition, the Interstate Commerce Commission has for several 
years favored legislation along the general lines of that now 
proposed in order to more effectually carry out the policy and 
to improve the existing conditions.” 

Referring to the hearings on consolidation legislation that 
had been held from time to time, Senator Fess said “none of 
the persons who appeared and testified . . has expressed any 
opposition to the policy of voluntary unifications of railroads.” 

“On the contrary,” said he, “the consensus of opinion seems 
to be that such a policy is desirable from the standpoint of the 
carriers, the shippers, and the public, as well as economically 
sound, but that additional legislation, which will permit that 
policy to be carried out effectively and properly, is necessary.” 

Remarks of the late President Harding and of President 
Coolidge on the subject are quoted in the report. 

It is pointed out that the Parker bill in the House (H. R. 
12620) is identical in many respects with the Senate bill. 

The report sets forth the recommendations of the Com- 
mission as made in its annual reports. 

Plan Requirement 

With respect to necessity for the legislation, Senator Fess 
said one of the chief obstacles to unifications since the enact- 
ment of the transportation act in 1920 was the requirement 
therein that the Commission should prepare a plan for the con- 
solidation of the railroads into a limited number of systems. 

Explaining the “tentative” plan provision of the Senate bill, 
the senator said “this provision is intended to give the Com- 
mission a working basis for its consideration of petitions and 
is in fact a substitute for the more rigid provisions of existing 
law.” He pointed out that the Parker bill contained no such 
provision but merely repealed the plan requirement. 

“Your committee is of the opinion that legislation is neces- 
sary in order to remove the uncertainty that surrounds the 
whole question of railway unifications and to provide a more 
definite and workable basis for future unifications that will be 
in the public interest,” said Senator Fess. “This opinion is 
shared by both the Republican and Democratic members of 
the committee.” 
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Only one type of unification—consolidation—is provide in 
the existing law, whereas many forms of unifications could be 
effected under the proposed law, it is pointed out. 

“There is, admittedly,” said the report, “much difference 
of opinion as to the substantial effect of the economies to be 
realized.” 

The testimony before the committee, however, it continued 
was convincing that “real economies will come from unifica. 
tions.” Improvement in service, if not reductions in rates it 
said, would result, in referring to a statement that $10,000,000 
in savings would be effected by a given proposed merger. . 

The report is voluminous. It discusses each section of the 
bill in a detailed analysis and contains comment on the provi. 
sions and their intended effect. 

Senator Fess had planned to address the Senate on the bil} 
February 23 but did not get the opportunity to do so. 


MISSOURI PACIFIC UNIFICATION 


The Traffic World Washington Burcay 


Unification of Missouri Pacific system lines by lease for 99 
years, under paragraph 2 of section 5 of the interstate com. 
merce act, is proposed by the Missouri Pacific Railroad Company 
in Finance No. 7470. : 


The Missouri Pacific asks authority to acquire contro] by 
lease of the New Orleans, Texas & Mexico Railway Co., Inter. 
national-Great Northern Railroad Co., St. Louis, Brownsville & 
Mexico Railway Co., Orange & Northwestern Railroad Co., New 
Iberia & Northern Railroad Co., Iberia, St. Mary & Eastern Rail- 
road Co., Houston & Brazos Valley Railway Co., San Benito & 
Rio Grande Valley Railway Co., San Antonio, Uvalde & Gulf Rail- 
road Co., Sugar Land Railway Co., Rio Grande City Railway Co., 
Asherton & Gulf Railway Co., Asphalt Belt Railway Co., San 
Antonio Southern Railway Co., Austin Dam & Suburban Railway 
Co., Beaumont, Sour Lake & Western Railway Co., Houston 
North Shore Railway Co., Natchez & Southern Railway Co., 
Natchez & Louisiana Railway Transfer Co., New Orleans & 
Lower Coast Railroad Co., Fort Smith Suburban Railway Co., 
and Missouri Pacific Railroad Corporation in Nebraska. 

Such acquisition of control, applicant says, is to be in a 
manner not involving the consolidation of applicant and such 
carriers, and the plan of acquisition does not involve any 
financing on part of applicant. Either directly or indirectly the 
Missouri Pacific controls by stock ownership all the lines in- 
volved. 

All the properties are now operated under a common man- 
agement and control and as a single system of railroad. 


Approval of the application will permit elimination of the 
making of separate reports to the Commission and to state au- 
thorities and of separate accounting which is described by the 
applicant as “an unnecessary economic waste and expense, of no 
benefit to the public and an unnecessary tax upon commerce.” 

“The unification of control and operation herein sought, if 
granted,” says the Missouri Pacific, “will be productive of better 
public service, economy, efficiency, and will bring the lines of 
railroad now operated by applicant and by the several carriers 

into a single operating unit, so that unnecessary opera- 
tion and accounting for each carrier, together with separate re- 
ports thereon, will be dispensed with. Also, the acqui- 
sition of control will dispense with separate and large 
investments in materials and supplies, substituting therefor com- 
mon supplies for all of the lines and the now inevitable inter- 
change of materials and supplies among the several carriers, 
and accounting and other expenses incident thereto will be 
avoided. Unnecessary office and operating expenses will be 
eliminated, and there will be brought about joint and common 
use of motive power, cars and equipment, economical distribu- 
tion thereof and the fullest possible coordination of all facilities, 
power and equipment, and of all activities of all of the com- 
panies in unified service, facilitating transportation, expediting 
movement of traffic, and improving the public service without 
additional cost accruing to the public therefor. 


“If the control herein sought be granted, single-line service 
will be substituted for joint-line service between points on the 
Missouri River, such as Omaha, Neb., Atchison, Kan., and Kat- 
sis City, Mo., and points in the states of Texas and Louisiana, 
and single-line service will be substituted for joint-line service 
between Mississippi River crossings such as Natchez, Miss., 
Memphis, Tenn., Cairo, Ill., and St. Louis, Mo., and points 12 
Louisiana and Texas.” 


PENNSYLVANIA DOCK AND WAREHOUSE CO. 

The Pennsylvania Dock and Warehouse Company has opened 
executive offices in New York. It was originally referred to 
as the new “Pennsylvania Terminal.” Its dock and warehouse 
facilities on: the water front of the Hudson River mainland in 
New Jersey at the terminus of the Pennsylvania, adjacent to 
the Pennsylvania passenger station at Jersey City, are said to 
constitute a real “keel to rail’ terminal. 
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For Improved Service 
$85,000,000 


Improvement Budget in 1927 $25,401,059 
Improvement Budget in 1928 $27,781,785 


Improvement Budget in 1929. . . . . $32,269,923 


This year of grace will bring 35 more modern locomotives and 
2500 more modern heavy duty cars to the great fleet of equipment 
The Erie Railroad already has in service. They represent an 
investment of more than $10,000,000. 


This year will see more than $5,000,000 spent for rails, ties and 
ballast. 


Yards and Terminals are being further improved. Every dollar is 
spent to produce one result: 


To maintain Erie Service even faster and ever more 
dependable. 


SHIP SSTRAE| 


ERIE RAILROAD 


> 
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THE ERIE ENTERS NEW YORK AT THE FRONT DOOR 
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OVERSEAS FREIGHT RATES 


The Trafic World New York bureax 


No changes of significance have occurred in the full cargo 
markets in the last week. The recent decline in the price of 
wheat has stimulated export traffic, with the result that ship- 
pers have closed some additional vessels to cover commitments, 
but without affecting current vessel rates to any extent. 

Several ships have been chartered at an average rate of 
20 shillings a ton from Cuba to the United Kingdom and Con- 
tinent, practically unchanged from previous levels. Lumber 
space from the Gulf has been taken at $16.50 a thousand feet 
to Buenos Aires or Rosario. One ship was chartered for coal 
at $3 from Hampton Roads to west Italy. Another vessel was 
closed for heavy grain from the Gulf to Antwerp-Rotterdam- 
Amsterdam at 16 cents. . 

Current rates for heavy grain from Atlantic ports average 
as follows for prompt loading: London, 1s 6d; Liverpool, Glas- 
gow, Manchester, Hull, 2s 3d; Leith, 2s 6d; Irish ports, 3s; 
Hamburg and Bremen, ilc; Rotterdam and Antwerp, 13c; 
Copenhagen, 17c; French ports, Atlantic, 15c; Marseilles, 19c; 
west Italy, 17c. 

Full cargo business generally is inactive. Grain shippers 
are awaiting the opening of navigation on the St. Lawrence. 

The West Coast of South American Conference at San 
Francisco has advanced all lumber rates to the west coast of 
South America as far south as Chanaral, $1 per M feet, which in- 
crease is to take effect immediately for shipments on and after 
May 1. The conference decided not to increase rates on lumber 
on ports south of Chanaral, such as Coquimbo, San Antonio 
and Valparaiso, as it is its desire to encourage the future 
development of business to these ports. The increase applies 
on all regular lines operating in the trade. 

The consul-general of Poland announces that no certificate 
of origin will be required on shipments to that country of any 
of the following commodities: Typewriters and parts, calcu- 
lating machines and parts, sewing machines and parts, printing 
machines and parts, X-ray apparatus and parts, air compressors, 
valves, dyestuffs, graphite electrodes, rubber disks, advertising 
matter, printed matter, books, window shade rollers and lard. 

The Quaker Line has followed the example of the Luck- 
enbach, Nelson and Williams lines in giving notice of with- 
drawal from the Intercoastal Lumber Conference, effective in 
90 days. Four lines retain membership in the conference. These 
are the American-Hawaiian, Arrow, Munson-McCormick and 
Transmarine lines. ; 

A slight decline in cargo rates throughout the world is 
noted by Lloyd’s List in its general index for January. This 
survey shows a small decline in the demand for grain freight, 
a decrease in coal traffic, accompanied by congestion at loading 
ports, and a minor movement of Mediterranean ore. The index 
shows a drop of approximately 3 per cent in tramp shipping 
trade rates in January as compared with the previous months. 
The Pacific and Australian groups suffered a decline of 6 per 
cent, making that division the weakest, while the River Plate 
is showing to be the strongest of all the groups. 

The analysis made by Lloyd’s List is as follows: 


For the corresponding month a year ago the index number stood 
at 88.37, while the average figure for January in the three years 
1923-25 was approximately 102.6. The following table summarizes the 
movements last month of the five key groups comprised in the index 
number: 

*Rise 


or Fall 
—2.17 
—2.83 
—0.81 
—2.28 
—6.00 


—2.86 


Key Group 
Europe 
North America 
South America 
East Indies and Africa 
Pacific and Australasia 


Index 


*Percentage rise or fall as against December. 


It will be observed that the Pacific Australasian group showed 
a decline substantially greater, and the South American group a 
fall much smaller than that of the general average. The sharp 
reaction recorded by the first named group was caused chiefly by 
undercutting of grain rates on the part of liners on the Australia- 
Europe route. 

Apart from this special feature, grain movements during most 
of the month were heavy, but in the second fortnight charterers were 
inclined to restrict their operations in view of increased supplies of 
unsold grain afloat. Coal rates were generally weaker, and the 
freight market, viewed as a whole, appeared at the close of the 
month to have a somewhat irregular tendency. 

— Key Indices for the past quarter are given in the following 
table: 
Dec. 


90.0 
107.4 
101.7 


Jan. 

88.0 
104.4 
100.9 
101.6 


Nov. 

Europe 
North America 
South America 
East Indies 104.0 
rr rer tee ee cr 104.0 106.5 100.2 

Corrected for seasonal trend, the January figure of our index 
number works out at 93.33 as compared with 103.84 a month ago, 
figures which accentuate the disappointing nature of the past month, 
since normally January should witness a seasonable rise in our index 
number. 

Immediate prospects in the freight market are difficult to guage. 
Continuance of a good demand from the Argentine may reasonably 
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be expected, but unless the activity of other markets broadens shortly 
there would appear to be a danger of tonnage being once again rtly 
centrated unduly in the Plate, with consequent instability of freights 


LOAD LINE LEGISLATION 


The Trafic World Washington Bureay 


Deciding it was better to take half a loaf than to obtain 
nothing at this session in the way of load line legislation 
Senate and House conferees on S. 1781, the bill to establish 
load lines for American vessels, reported to the two branches 
of Congress an amended bill providing for application of the 
legislation only to vessels in the foreign trade, as originally 
provided in the bill as it passed the Senate, plus a specific pro- 
vision exempting vessels on the Great Lakes. The effect of 
the agreement reached by the conferees is to exclude entirely 
vessels in the coastwise trade of the United States, such ves. 
sels, with some exceptions, having been covered by the bil] as 
it passed the House. 

In explaining the situation confronted by the conferees 
Senator Jones, chairman of the Senate commerce committee 
said the House amendment with respect to the coastwise trade 
had resulted in a controversy that, if it were adhered to, would 
make practically impossible the enactment of any load line 
legislation at this session. He said the conferees personally 
were in favor of extending the legislation to the coastwise trade. 

Feeling that way but confident that the proposed legisla. 
tion would be killed at this session if the provision with respect 
to the coastwise trade were left in the bill, the conferees, said 
Senator Jones, adopted a somewhat unusual course, and agreed 
to a resolution expressing it to be their personal view that 
load line legislation should be made applicable to all vessels of 
the United States of over 250 tons, including those operating 
in the foreign trade, making a voyage by sea in the coastwise 
or intercoastal trade, or on the Great Lakes; that the conferees 
had agreed to a report applying the load line only to vessels 
engaged in the foreign trade because of the parliamentary 
situation and the apparent impossibility of procuring more com- 
prehensive legislation in the present session, and that they ad- 
vised that they would support and undertake to procure the 
passage of legislation in the next session applying load lines 
to all of the classes of vessels above enumerated. 

In addition to accepting the Senate bill as indicated, the 
conferees added a provision directing the Secretary of Com- 
merce to make a comprehensive study of load line legislation 
in the coastwise and intercoastal trade and the Great Lakes, 
and all types of vessels, and submit a report thereon to Congress 
in December, 1929, with recommendations for legislation. 

The House conferees, headed by Representative White, of 
Maine, chairman of the committee on merchant marine and 
fisheries, said they agreed to the changes in the bill because 
they were satisfied beyond a doubt that the alternatives were 
a load line bill applying only to vessels in the foreign trade 
or no legislation, and they felt it their duty to save what they 
could of the legislation. 

In debate in the House on the bill before it was passed 
criticism was voiced by a number of members because it in- 
cluded the coastwise trade. 

Injection by the conferees in the load line bill of the pro- 
vision for study and report by the Secretary of Commerce look- 
ing to legislation covering the coastwise, intercoastal and Great 
Lakes’ trades, resulted in Speaker Longworth, in the House, sus- 
taining a point of order made by Representative Abernethy, of 
North Carolina, that the conferees’ report contained matter not 
the subject of difference between the two houses. This ruling 
resulted in the matter being sent back to the conferees, who 
eliminated the objectionable provision, and the corrected report 
was approved by the House. 

“The chair,” said Speaker Longworth, “cannot see in either 
the Senate bill or the House amendment any proposition that 
would direct the Secretary of Commerce to make an investiga- 
tion. The House evidently never thought of it and the Senate 
evidently never thought of it. While it might be vaguely ger- 
mane to the purposes of the bill, the chair thinks it is entirely 
new matter, never contemplated by either body. The chair thinks 
the conferees exceeded their authority.” 

The Senate March 1 adopted the conference report for the 
President’s signature. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following agreements 
filed with it under section 15 of the shipping act: 








Bull Insular Line, Inc., with American Merchant Lines: Arrange- 
ment providing for movement of shipments on through bills of lading 
from London to Porto Rican ports and apportioning the through rates, 
which are to be based on direct line rates, 3/7th to American Mer- 
chant Lines and 4/7th to Bull Insular, the latter to absorb cost of 
transhipment at New York. corth 

Bull Insular Line, Inc., with Hamburg-American Line and Nort 
German Lloyd: Agreement in respect to through traffic from — 
burg and Bremen to Porto Rican ports upon the same_terms oe 
conditions as set forth in preceding agreement between Bull Insula 
Line and American Merchant Lines. s > 

Bull Insular Lire, Inc., with White Star Line and Atlantic Tran 
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CHAMBERLIN VANDERBILT 


OLD POINT COMFORT, VIRGINIA 


QThe beautiful setting of this new hostelry is enhanced by a charming at- 
mosphere. @The gaiety and color of army and navy life, the invigorating 
salt air, the fun of golf, the comfort of every modernconvenience bid you come 
to Old Point Comfort, Va. The Chesapeake and Ohio will insure you a 
pleasant journey and the hotel management will afford you a charming 
visit. The sun porch overlooking Hampton Roads is one of the many feat- 
ures adding to the comfort and pleasure of the guest. @Any one of the 
passenger representatives of the Chesapeake and Ohio will be glad to 
arrange comfortable transportation to this most appealing place. 


THE CHESAPEAKE AND OHIO RAILWAY 


T. H. Gurney, Passenger Traffic Manager 
Richmond, Va. 


Gro. Coomss, 4. G. P. A. J. B. Epmunps, General Agent 
Cincinnati, Ohio Washington, D. C. 
F, E. Lanpmeier, W. P. A. C. B. Kincain, G. E. P. A. 
320 N. Broadway; St. Louis 229 Broadway; New York 
“GD: 








For hotel reservations address 


LuKE GLenNoN, Manager 
Ox.p Pornt Comrort, Va. 
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port Line of the International Mercantile Marine Company and the 
Cunard Steamship Company, Ltd.: Covers through movement of ship- 
ments from Liverpool to Porto Rican ports upon similar terms and 
conditions as set forth in Agreement No. 791 between Bull Insular 
Line and American Merchant Lines. 

Calmar Steamship Corp. with E. V. Rideout Company: Through 
billing arrangement covering movement of shipments from Atlantic 
Coast ports to South Vallejo, Calif., via San Francisco upon com- 
bination of local rates of the participating carriers, the intercoastal 
earrier absorbing cost of transhipment when shipments aggregate 
less than 12,000 pounds, while Rideout Company’s vessels are to call 
at Calmar pier for shipments of 12,000 pounds or more. 

The New York & Porto Rico Steamship Co. with Grace Line, Inc.: 
Through billing arrangement covering movement of shipments of gar- 
lic and dried beans from Chile to Porto Rico upon a combination of 
local rates plus cost of transfer at New York. é 

American-Hawaiian Steamship Co. with Baltic America Line, Inc.: 
Arrangement covering movement of shipments on through bills of lad- 
ing from Pacific Coast port of the United States to Danzig and ap- 
portioning the through rates, which are to be based on direct line 
rates, and cost of transferring shipments at New York in equal pro- 
portions between the participating carriers. , 

Modification of agreement filed by carriers engaged in transpor- 
tation of cargo between New York and West Africa: By the modi- 
fication the parties purpose to admit the Cunard Steam Ship Com- 
pany, Ltd., to participation in an agreement previously filed by them 
and approved by the board January 22, 1929. Under the agreement 
the Cunard Line, operating between New York and European ports, 
undertakes to maintain direct line rates on transhipment cargo _han- 
dled by it in transit between West Africa ports and New York. 
As respects cargo from the United States any party may withdraw 
from the agreement by serving written notice; and as to cargo from 
West Africa upon ten days’ written notice. 


ISTHMIAN CANALS AND RAIL RATES 


The Trafic World Washington Bureau 


The late Senator Gooding’s long-and-short-haul bill forbidding 
fourth section departures on account of competition via the 
Panama Canal figured in debate in the Senate on Senator Edge’s 
resolution for investigation and survey of the proposed Nica- 
raguan Canal. The New Jersey senator finally obtained unan- 
imous consent for limitation of debate on the resolution. Fol- 
lowing the debate the resolution was passed and sent to the 
House for consideration. 

Senator Hayden, of Arizona, who announced he would vote 
for the resolution, brought up discussion of the Gooding Dill. 
Asserting he was not in favor of lowering Panama Canal tolls, 
he said, however, that the intercoastal steamship lines were not 
“to any great degree competing with the transcontinental rail- 
roads of the United States, but traffic through that canal is 
being used merely as an excuse by the railroads for making 
applications to the Interstate Commerce Commission for the 
privilege of carrying freight from one coast to another at a less 
rate than the railroads are willing to carry the same freight to 
intermediate points.” 

“IT want to give notice here and now,” the Arizona senator 
continued, “on behalf of all the senators and congressmen who 
represent the great interior regions of the United States affected 
by the long-and-short-haul issue . . . that if another canal is to 
be constructed through Nicaragua we intend to see to it that the 
second canal shall not be used as an excuse for further viola- 
tions of the fourth section of the interstate commerce act which 
prohibits charging more for a long haul than a short haul in 
the same direction over the same railroad line.” 

Asked by Senator Dill, of Washington, how that could be 
done, Senator Hayden said it could be quickly done by passage 
of the Gooding bill, “which is pending before the Senate, and 
is upon its calendar at this moment.” 

Senator Bruce, of Maryland, said Senator Hayden was 
aware of the “utter futility of the efforts on the part of any- 
body in this body or in the other house to bring about the pas- 
sage of the Gooding bill.” 

“I have not given up hope,” retorted Senator Hayden, call- 
ing attention to the fact that the Senate once passed a Gooding 
long-and-short-haul bill. 

“Will the senator allow me the liberty of saying that I 
think he must be endowed with a highly sanguine temperament 
to think the Gooding bill will ever be passed by the Congress,” 
said Senator Bruce. 

Senator Hayden indicated, however, he was going to carry 
on the fight of the late Senator Gooding. He submitted statistics 
showing dividends declared by the Great Northern, on preferred 
stock, by the Northern Pacific and Southern Pacific on common 
stock, and by the Santa Fe on both classes of stock in support 
of his contention that competition of the intercoastal water 
carriers was not hurting the transcontinental lines. He referred 
to dividends declared by the Union Pacific. He also put in ton- 
nage statistics in support of his contention. 

Senator Burton, of Ohio, went into the history of the 
Panama Canal and the proposal for a Nicaraguan Canal. He 
did not oppose the Edge resolution, provided “its purpose be 
restricted to obtaining information or to investigation.” He 
did not agree with those who regarded the provision for addi- 
tional canal facilities as immediate or urgent, and indicated a 
preference for enlargement of the Panama Canal if additional 
facilities were required. 

Before the Senate adopted the Nicaraguan Canal resolution, 
Senator McMaster of South Dakota said that while the resolu- 
tion called only for investigation and survey, it marked the first 
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step for the construction of another canal and that within two 
years’ time an appropriation of from two to three hundred Million 
dollars would be sought for the project and that eventually its 
cost would amount to half a billion dollars. 

The South Dakota senator said both major politica] Parties 
in the last national campaign promised relief for the farmers of 
the northwest by improvement of inland waterways anq that 
there was not one word in the canal resolution in regard to the 
development of inland waterways. 

“What a wondrous and glorious fulfillment of campaign 
promises!” the senator declared. “Blessed be the memory of 
that character of redemption of agricultural promises. This 
joint resolution sounds with a fine ring of irony in the ears of 
the farmers of the country.” 

Senator McMaster, as in previous discussion on the canal 
resolution, referred to the effect of the Panama Canal on agi. 
culture and industry in the interior, and characterized the re. 
sulting condition as an “unbearable burden.” 

The resolution was passed with an amendment providing for 
investigation of the proposed Nicaraguan canal, but also any 
other practicable route between the Atlantic and Pacific oceans. 
There was no roll call on the passage of the resolution. 

The Nicaraguan survey resolution was ordered favorably 
reported February 28, by the House committee on interstate 
and foreign commerce to which it had been referred after it 
passed the Senate. 

In the Senate, after a filibuster on an amendment to the 
second deficiency appropriation bill carrying $150,000 for the 
expense of making the canal survey that kept the Senate ip 
session until 2:40 a. m., February 28, the amendment was . 
approved by a vote of 54 to 19 shortly after the Senate had 
reconvened at 11 a. m. that day. Senator Dill, of Washington, 
led the filibuster against the amendment, aided by Senator 
Norris, of Nebraska. The deficiency bill was later passed by 
the Senate and sent to the House because of amendments, 
including that carrying the canal appropriations, adopted by 
the Senate. : 





GULF INTERCOASTAL CONFERENCE 


It is announced by N. M. Leach, chairman, that, at a meet- 
ing in Mobile February 22, the Gulf Intercoastal Conference 
was formally reorganized, with a membership composed of 
Gulf Pacific Line, Luckenbach Steamship Company, Inc., and 
Transmarine Lines. The attached notice was issued to ship- 
pers: 

The headquarters of the conference will be at New Orleans. 
N. M. Leach, vice-president of.the Gulf Pacific Line, was elected 
chairman; E. Holzborn, of the Luuckenbach Line, vice-chairman, 
and K. C. Bogue, of Chicago, was appointed secretary. Mr. 
Bogue has been secretary of the Southern Ports Foreign Freight 
Committee of Chicago. H. Eentz was appointed assistant sec- 
retary. 

The Gulf Intercoastal Conference agreement has been ap- 
proved by the United States Shipping Board. The secretary 
will immediately open a tariff bureau at New Orleans and 
promulgate all rate changes fixed by conference action. 

The lines parties to this conference have a total of 24 ships 
in service between United States ports of the Gulf and the 
Pacific, affording jointly seven sailings monthly from the ports 
of New Orleans, Mobile, Houston, Galveston, Beaumont, Port 
Arthur and Lake Charles, to San Diego, Los Angeles, San 
Francisco, Oakland, Portland, Seattle, Tacoma and Vancouver, 
SB. C. 





RAILROADS AND CUSTOMS 
The Trafic World Washington Bureau 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, has urged the House committee on ways and 
means to amend the tariff act of 1922 so as to relieve railroads 
and ferries from the payment of overtime in connection with 
services rendered by customs officers night, Sundays and holi- 
days. 

The Treasury Department has taken the position that the 
government should be in a position to render a 24-hour service 
and that transportation companies should not be compelled to 
pay for the services so rendered. 

Mr. Thom made the point that the general policy of the 
government was that no official or employe should receive pay 
from any private source in connection with his official services, 
and that customs officials especially were forbidden to receive 
such payment. 

“This wise governmental policy,” said Mr. Thom, “was de- 
parted from in 1911, when Congress, at the request of the 
owners of vessels entering American ports, passed a law al 
thorizing payment for overtime of customs inspectors by the 
owners of these vessels. This act applied to cargo only. In 
1920 an act was passed providing for payment by vessel own 
ers for the overtime of customs inspectors for services 1 
connection with the examination of baggage. These acts did 
not apply to railroads. In 1922 Congress passed a tariff act m 
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which it changed the words ‘other conveyances’ in the previous 
act to the word ‘vehicle,’ and this has been construed to be 
broad enough to include railroads as well as vessels. This 
latter act was passed without any notice to the railroads and 
consequently without affording them any opportunity to be 
heard.” 

Mr. Thom said the payment to government inspectors of 
overtime under the present law already was onerous. It, how- 
ever, said he, only covered incoming traffic from foreign coun- 
tries, and that the railroads were now threatened with similar 
exactions made by Canada in respect to traffic moving from 
the United States into Canada. 

Commerce Now on 24-Hour Basis 

“This additional requirement would, of course,” said he, 
“very largely increase the financial burden on the railroads. 
It is to the interest of the public that traffic shall move at 
the lowest rates compatible with adequate and efficient service, 
and it is accordingly to the public interest that no unnecessary 
or unjustified expense be put upon the railroads, to be by them 
in turn and of necessity put upon the traffic which they carry, 
or to be reflected in impaired service. This consideration affords 
an additional reason why there should be no departure, as to 
the railroads, from the wise policy of the government to refuse 
to-permit private interests to pay compensation to government 
officials—especially customs officials. 

“The customs laws were framed when the business of the 
country was conducted during daylight hours, but the com- 
merce of the country is now on a 24-hour basis. Inspection is 
necessary to protect the revenues of the United States by pre- 
venting smuggling. In all fairness and justice a particular 
interest such as the railroads should not be asked to bear a 
financial burden for service that is not of interest to them or 
that they cannot control, but is of direct interest to and for 
the protection of the citizens of the United States a large. The 
cost should be met through the means of general taxation in the 
same manner as funds are raised for the proper conduct of all 
other departments of the government.” 

G. F. Snyder joined in Mr. Thom’s statement as special 
counsel representing the New York Central, Michigan Central, 
Boston & Maine, Rutland, Delaware & Hudson, Central Vermont, 
Soo Line, Canadian Pacific, Northern Pacific, Great Northern, 
Wabash, Spokane International, Grand Trunk, Canadian National 
and Pere Marquette railroads. 

To provide the service involved, without compensation from 
the railroads, would require 142 additional employes at a total 
cost of $288,650, according to the Treasury. 


BILLS OF LADING AND CUSTOMS 


Undersecretary of the Treasury Mills, before the House 
committee on ways and means, February 27, discussed the 
practice of collectors of customs requiring the original bill of 
lading to be filed with the entry and retained in their custody. 

“Importers and carriers object, and probably with reason, 
to this requirement,” said he, after having explained that the 
practice arose through a desire of the collectors to protect 
themselves from being held personally liable for any damage 
resulting from the delivery or release of merchandise without 
the production by the party making entry of the original bill 
of lading. 

“The importers,” said Mr. Mills, “contend that the original 
bill of lading is needed to obtain possession of the goods from 
the carrier, and the carriers contend that they must have the 
original bill of lading for their own protection in the event a 
claim is filed against them for wrongful delivery. 

“Provision for protection of the collector accepting entry 
upon a duplicate bill of lading involves the difficulty of pro- 
tecting the shipper’s rights. The original bill may have gone 
to a bank, with a draft attached, against payment of which 
the bill is held. Thus, to allow delivery by the collector upon 
a duplicate bill would be to jeopardize the shipper’s collection. 

“The Treasury recommends as a solution of these diffi- 
culties that entry be allowed upon either the original bill or 
a properly certified duplicate, with a requirement that where 
entry is made upon a duplicate, and the collector has posses- 
sion of the goods, he must either deliver to the carrier 
or to the holder of the original bill. Where the carrier obtains 
possession of the goods, it is, of course, responsible for delivery, 
and the customs treatment does not affect the situation in any 
respect.” 


BOARD SELLS VESSELS 


Sale of the Chamberino, a lake-built steel cargo vessel of 
3,610 deadweight tons, that has been in lay-up since January, 
1921, to the Baltimore & Carolina Steamship Company for $36,- 
000 has been approved by the Shipping Board. The terms were 
25 per cent cash and the balance in five equal annual install- 
ments. 

Sale of the Kosciusko to A. H. Bull & Co., New York, 
for $49,319 cash, has been approved by the Shipping Board. 
The sale was authorized subject to an agreement that the pur- 
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chaser will spend not less than $150,000 in reconditioning g 

bettering the vessel for ocean service. The betterments = 
clude the substitution of oil-burning boilers for the present , . 
burners and the installation of accommodations for eight ro 
sengers. The vessel, now laid up at New York, is a steg] car “ 
ship of $7,371 deadweight tons, equipped with reciprocatin: 
engines and Scotch coal-burning boilers. It is designed to steam 
at ten knots under ordinary weather conditions. The ship = 
been in lay-up since July, 1921. . 


AID FOR CARGO SHIPS 


The committee on government aid to American Ships not ' 
benefited by the provisions of the merchant marine act of 1928 
relating to payments under ocean mail contracts, that Wag 
appointed at the second national conference on the American 
merchant marine held January 23 and 24, at a meeting February 
21, came to no conclusions as to recommendations. Another 
meeting will be held next month. Members said that the sub- 
ject required a great deal of study and that the framing of 
proposals would be deferred until the matter had been gone 
into exhaustively. The chairman of the committee is Hy, p 
Walker, president of the American Steamship Owners’ Asso. 
ciation. Other members of the committee who attended the 
initial meeting were Commissioner Cone, of the Shipping Boarg: 
Malcolm M. Stewart, of the Middle West Foreign Trade Com- 
mittee; A. B. Barber, of the transportation division of the 
Chamber of Commerce of the United States; C. A. McAllister, 
of the American Bureau of Shipping; E. H. Duff, of the Ameri. 
can Steamship Owners’ Association; E. M. Bull and Cp, 
Mallory. 


SHIPOWNERS AND TARIFF 


Ira A. Campbell, appearing before the House committee on 
ways and means on behalf of the American Steamship Owners’ 
Association, made an appeal for repeal or amendment of that 
part of the tariff act of 1922 imposing a 50 per cent duty on 
equipment or repair parts and materials used or on the expense 
of repairs made on American vessels in a foreign country. 
He said the shipowners felt that the hindrance and burden 
that the duty placed on the development of foreign trade more 
than offset the benefits that it conferred. He said the owners 
generally believed in the principle of protection and that the 
ship repairers of the United States were entitled to a tariff 
protection that would prevent materials being purchased, or 
work being done abroad, that could just as well be purchased 
in the United States, but that the principle should not be so 
strictly drawn or rigidly applied as to place restriction on the 
economic development of the foreign trade of the United States. 
Repairs necessary in foreign ports, he contended, should not 
be made subject to the tariff provision. 


URGE ACTION ON CAPPER BILL 


The Montana legislature has memorialized the Senate of the 
United States for early passage of the Capper resolution direct- 
ing the Commission to adjust rates on export grain and grain 
products on a basis that will permit such commodities to move 
as freely as those produced in Canada. 


GREAT LAKES NAVIGATION ACT 
Congress has finally completed the job of correcting a typo 
graphical error as to the lettering of a paragraph in the act to 
regulate navigation on the Great Lakes by passage of S. 509, 
as amended. 


CANADIAN NATIONAL EARNINGS 


The official statement of earnings and expenses of the 
Canadian National Railways for 1928 shows an_ increase of 
nearly $13,000,000 in net earnings. The net earnings for 192 
reached a total of $58,383,577.54 over those of $45,400,690.11 in 
1927, an increase of $12,982,887.43, or 28.60 per cent. 

The statement excludes the maritime region—those lines 
of the Canadian National east of Levis, Que., and Diamond 
Junction—and the Central Vermont, a subsidiary. 

The gross earnings in 1928 amounted to $276,631,921.22, 
compared with gross earnings in 1927 of $248,716,374.40, a2 
increase of $27,915,546.82, equivalent to 11.22 per cent. 

In 1928 working expenses were $218,248,343.68, as compared 
with $203,315,684.29 in 1927, an increase of $14,932,659.39, o 
7.34 per cent. 

The operating ratio of the system in 1928 was reduced to 
78.89 per cent in comparison with 81.75 per cent for 1927. 


USE OF ST. LOUIS BRIDGE 

No opposition to the application of the Alton & Souther, 
in finance No. 7283, for authority to extend its service by oP 
eration over the municipal bridge at St. Louis and over specifie 
tracks, developed at the hearing on the application before 
Examiner T. F. Sullivan February 28. The city of St. Louis 
and the Manufacturers Railway intervened in support of the 
application. 
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THE SOUTHERN SERVES THE 


MARK OF CONFIDENCE—a 

responsibility cheerfully assumed 

by the Southern trainman when an aged 

person or young child is entrusted to his 

care for the journey. 

For the Southern train crew is part of 

a friendly and familiar institution—the 

railroad that serves the town, the railroad 
that for decades has served the South. 
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..- Safe in Your Hands” 


An institution whose activities cover 
such a wide area, and which has suc- 
ceeded in inspiring confidence in all parts 
of it, must have served well through its 
history. 

The Southern is proud of this confi- 
dence and of the good will which the 
Southern people hold for the Southern— 
their railroad. 


Address inquiries regarding Southern Railway System Service to 
E. R. OLIVER 
Vice-President in Charge of Traffic 
Washington, D. C. 


SOUT 


RAILWAY 


From the Northern Gateways at 
Washington, Cincinnati and 
Louisville ... from the Western 
Gateways at St. Louis and Mem- 
phis ... to the Ocean Ports of 
Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
New Orleans . . . the Southern 
Serves the South. 
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DOINGS OF THE TRAFFIC CLUBS 


Over 1,600 members and guests of the Traffic Club of Chicago 
sat at table in the Ball Room and Red Lacquer Room of the Palmer 
House February 28 at the club’s annual dinner—the largest 
dinner it has ever had. President M. H. Kennelly, who presided, 
announced that the club’s membership had grown to over 2,100, 
including both resident and non-resident members. The speaker, 
was George E. Vincent, president of the Rockefeller Foundation. 
His subject was “A Scientific Adventure,” and he told inspir- 
ingly of the work of stamping out yellow fever. It was gen- 
erally remarked that he made intensely interesting a subject 
that, treated by almost any other speaker of equal information, 
might have inspired sleep instead of absorbing attention. The 
invocation was by the Rt. Rev. Msgr. Francis A. Purcell, of 
Quigley Seminary. There was orchestra and vocal music of 
a high grade. E. K. Fleming was chairman of the dinner 
committee. The annual election will be held in the club rooms 
at the Palmer House March 26. The nominating committee 
has presented the following ticket: President, Allen R. Gould, 
assistant freight and passenger traffic manager, C. & N. W.; 
first vice-president, C. T. Bradford, manager, traffic department, 
International Harvester Company; second vice-president, J. H. 
Mangold, general freight agent, E. J. & E.; third vice-president, 
Robert Hula, traffic manager, Clayton Mark & Co.; secretary, 
H. E. MacNiven, agent, New York Life Insurance Company; 
treasurer, J. H. Howard, assistant to vice-president in charge 
of traffic, C. M. St. P. & P.; directors, M. H. Kennelly, president, 
Werner Brothers Fireproof Storage Company; J. W. ‘White, 
traffic representative, M.-K.-T.; E. R. Gustafson, assistant to 
traffic manager, Illinois Steel Company, and A. H. Shaw, gen- 
eral passenger agent, Pennsylvania. 


The St. Joseph Traffic Club held its monthly meeting at 
the St. Francis Hotel February 11. Judge C. H. Mayer spoke 
on “Public Utilities.” 

Senator Simeon D. Fess, of Ohio, will be the principal 
speaker at the ninth annual banquet of the Transportation Club 
of Decatur March 21. 

The St. Louis Traffic Club will hold a luncheon at the 
Broadview Hotel, East St. Louis, March 4. Dr. R. F. Licher, of 
Mascoutah, will speak on “The Country Doctor.” 

The Traflic Club of Newark will hold its monthly meeting 
at the Chamber of Commerce building March 1. The evening 
has been designated ‘Railroad Night” and the entertainment 
will be provided by representatives of the railroads. 

At a luncheon meeting at the Severin Hotel February 21 the 
Indianapolis Traffic Club voted to hold daily noon luncheons 
at the Board of Trade Dining Room, beginning February 25. 
Other plans and policies of the new administration were dis- 
cussed and William F. Benning, recently elected president, an- 
nounced the appointment of C. E. Mallory, traffic manager, 
Kingan & Co., as chairman of the board of governors, and E. P. 
Clark, traffic manager, Western Oil Refining Company, as a 
member of the board to fill the vacancy caused by the election 
of E. C. Lipp, traffic manager, Allied Coal & Material Company, 
to the position of third vice-president. 


The Transportation Club of Toronto will hold its annual 
“Off-Line Banquet’ March 21. Ralph Budd, president of the 
Great Northern, will be the principal speaker. His subject will 
be “Bus Transportation.” 


The Traffic Club of Kansas City held a luncheon at the 
Hotel Baltimore February 25. H. Roe Bartle, chief of the Kan- 
sas City Council of Boy Scouts, was the principal speaker. 
Scoutmaster R. J. Wood and his Troop 100 demonstrated the 
“investure ceremony.” 


The Grand Rapids Transportation Club will hold its next 


meeting at the Elks’ Temple March 7. 


The Oakland Traffic Club held a dinner meeting at the 
Athens Athletic Club February 19. Following a short business 
session the evening was devoted to aviation. Charles Zook 
Sutton spoke on “Side Lights of Commercial Aviation,’ and 
Mr. Thomas, traffic manager, Western Air Express, discussed 
the development of his company. 


The Transportation Club of St. Paul held its annual dinner 
at the Saint Paul Hotel February 26. The usual weekly lunch- 
eon scheduled for that day was not held. 


The Traffic Forum of New York held a meeting at the Villa 
Rafoli February 19. The subject for the evening was “Claims 
and Claim Prevention.” A bowling club has been organized. 
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The next meeting will be held March 12, when the Subject wil 
be “Liability of a Common Carrier on a Private Siding.” 


The San Antonio Traffic Club held a luncheon at the y, y 
C. A. February 25. Charles Baldus was in charge of enter. 
tainment. 


The Traffic Club of Wichita held a meeting at the Wichitg 
Club February 28. Harold T. Johnson, traffic manager, United 
Sash and Door Company, and second vice-president of the club 
was the speaker. ’ 


The Traffic Club of Baltimore will hold a dinner-dance 
the Lord Baltimore Hotel March 5. Officers will be electeg 
An elaborate program of entertainment, including community 
singing, vaudeville and dancing, will be presented. , 


Robert McDowell, general agent, Southern Pacific, at (ip. 
cinnati, was elected president of the Miami Valley Traffic Club 
at its annual dinner at Dayton, O., February 26. Other officers 
elected were as follows: First vice-president, B. E. Olsey 
Dayton, traffic manager, McCall Publishing Company; secon¢ 
vice-president, J. L. Tullis, Cincinnati, freight agent, Illinois 
Central; secretary, Maurice Otto, traffic manager, Dayton Cham. 
ber of Commerce; treasurer, O. H. Murlin, general freight and 
passenger agent, Dayton and Troy Electric Company; directors, 
F. F. Kator, assistant traffic manager, G. H. Mead Company, 
Dayton; H. B. Leonard, traffic manager, Buckeye Incubator 
Company, Springfield; J. J. Wheatley, district traffic representa. 
tive, Nickel Plate, Cincinnati; J. C. Hooven, traffic manager, 
Dayton Rubber and Manufacturing Company, and J. C. Boyer, 
general agent, Burlington, Cincinnati. 





SOUTHEAST ADVISORY BOARD 


Approximately 500 industrial and railroad representatives 
are expected to gather in Montgomery, Ala., March 8 for the 
twenty-fifth regular meeting of the Southeast Shippers’ Advisory 
Board. 

Commodity committee reports to be presented will fore. 
cast the estimated volume of business expected in the second 
quarter of 1929, compared with that of last year, and will cover 
the prospective trends of production, markets, distribution and 
stocks on hand within each basic industry. 

A history of the development of the lumber industry will 
be presented by A. G. T. Moore, traffic manager, Southern Pine 
Association, of New Orleans. Edward A. O’Neal, president, 
Alabama Farm Bureau Cotton Association, will review the cot- 
ton industry’s development east of the Mississippi River. 

The railroad reports to be presented will reflect activities 
on the part of the southeastern lines to increase their operating 
efficiency and reduce transportation costs. The general trans- 
portation situation throughout the United States will be covered 
by W. C. Kendall, manager, car service division, American Rail- 
way Association, Washington. 

T. C. Powell, president, Chicago & Eastern Illinois, Chi- 
cago, will speak on “Railroad Consolidations.” 

S. L. Yerkes, vice-president, Grider ,Coal Sales Agency, 
Birmingham, Ala., general chairman of the board, will preside, 
assisted by Thomas J. Burke, commissioner, Charleston Traffic 
Bureau, Charleston, S. C., vice-chairman, and E. Del Wood, traf- 
fic manager, Chattanooga Manufacturers’ Association, Chatta- 
nooga, Tenn., general secretary. 

Mayor W. A. Gunter will welcome the delegates to Mont- 
gomery at the opening of the meeting. 

A “buffet-cabaret” will be staged by the local people for 
the entertainment of the members of the board. 

Marian M. Caskie, general manager, transportation bureal, 
Chamber of Commerce, Montgomery, Ala., is actively in charge 
of all local arrangements. 


CAR SURPLUS AND SHORTAGE 


Increase in revenue freight loading is reflected in the de 
crease of surplus freight cars in the period February 8-14, it 
clusive, as compared with the preceding period. Figures of 
the car service division of the American Railway Association 
show that the average daily surplus of freight cars in the Feb- 
ruary 8-14 period was 229,573, as compared with 245,907 cats 
in the preceding period. The average daily car shortage, how- 
ever, was still negligible, a total of 93 cars, consisting of % 
box, 40 gondola and 25 hopper cars, having been reported. The 
surplus for the last period covered was made up as follows: 


Box, 97,936; ventilated box, 288; auto and furniture, 10,544; tose! 
box, 108,768; flat, 9,302; gondola, 40,929; hopper, 34,085; total > 
75,010; coke, 1,114; S. D. stock, 21,346; D. D. ‘stock, 3,011; refré 
erator, 10,217; tank, 242; miscellaneous, 563. 


Canadian railroads reported a surplus of 20,355 cars, — 
up of 19,000 box, 250 flat, 775 S. D. stock, 200 refrigerator al 
130 miscellaneous cars. 
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Land Grants 


The expenditure of public funds to 
build canals and improve rivers for 
navigation is often compared to the land 
grants that were made by the government 
to aid the construction of some pioneer 
railroads. The fact is that such expendi- 
tures and land grants are different in 
several important particulars. 


Take the grant of land in [Illinois to 
the original Illinois Central Railroad. It 
was the first of the federal land grants 
for railroads. 


There is no question of the substantial 
help which the Illinois Central Railroad 
derived from this grant. Without such 
help the road could not have been built 
at the time it was built, in advance of the 
settlement of interior Illinois. Yet the 
government gave away nothing of value, 
for there was no one to buy the land until 
the railroad provided a reliable means 
of transportation. 


On the other hand, the government 
received something of great value. The 
building of the Illinois Central Railroad 
enabled the government to sell at ad- 
vanced prices the land it had retained 
and thereby recoup immediately the full 
price of the entire land grant. More- 


over, taxable property was permanently 
created, the Illinois Central obligated 
itself forever to carry mail, troops and 
other government traffic at reduced rates, 
and a special tax was levied upon behalf 
of the state of []linois which is still being 
regularly collected after more than sev- 
enty years. 


Government expenditures on inland 
waterways are different. They are valu- 
able at the time they are made, the bene- 
ficiaries give nothing for them, and where 
the government itself goes into the trans- 
portation business there is no increase in 
taxable property values. 


Government assistance to inland water- 
ways truly comparable to the [Illinois 
Central land grant would be the donation 
of stretches of unimproved streams and 
adjacent worthless land, the recipients to 
make all improvements themselves, pay 
special taxes and handle government traf- 
fic at reduced rates. 


Constructive criticism and suggestions 
are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, March 1, 1929. 
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Personal Notes 
¢-—$— — 


C. S. Pope has been elected secretary. Minneapolis, St. Paul 
& Sault Ste. Marie, succeeding W. R. Harley, who died Janu- 
ary 10. 

’ io R. Broaddus has been appointed traveling freight 
agent, Norfolk & Western, at Salt Lake City, succeeding J. B. 
Hunter, resigned. ’ 

T. O. Chrismer has been appointed Central Manufacturing 
District agent, Wabash, at Chicago. 

W. A. Smith and D. H. Vogel have been appointed assistant 
traffic managers, New Jersey Zinc Company, at New York. 

A. B. Johnson, assistant land and tax agent, Erie, has been 
appointed general land and tax agent, and the general land and 
tax office has been moved from New York to Cleveland, O. 
J. A. Minor has been appointed assistant land and tax agent at 
New York. 

Cc. J. McDonald has been appointed mail and express 
traffic manager, Southern Pacific, at San Francisco. William 
C. Fitch has been appointed manager of perishable freight 
traffic, succeeding Mr. McDonald. Joseph R. Nixon has been 
appointed freight claim agent, succeeding Mr. Fitch. 

J. B. McCorkle, coal and ore agent, Pennsylvania, at Cleve- 
land, has been appointed general coal freight agent at Pittsburgh. 
J. H. Cross, assistant general freight agent at Buffalo, has been 
appointed to succeed Mr. McCorkle at Cleveland. E. B. Hankey, 
division freight agent at Philadelphia, will succeed Mr. Cross. 
Cc. J. Quinn, Jr., general southeastern freight agent at Atlanta, 
will succeed Mr. Hankey. 

Donald Rose, European traffic manager, Illinois Central, 
London, England, died February 23, after a brief illness. Until 
further notice the London office will be conducted by W. H. 
Chrisholm, assistant European agent. 


Digest of New Complaints 


No. ie Sub. No. 1. Moline Consumers Co., Moline, Ill., vs. C. B. 


Rates and charges on sand and gravel in violation of sections 
1 and 3 of the act, from Aurora, Sheridan, Ottawa and Moline, 
Ill., to points in Iowa. Asks rates for future and reparation. 

No. 21850. Sub. No. 1. Claude Hargan et al., Verdigre, Neb., vs. 
Santa Fe et al. 

Rates in violation of sections 1, 3 and 15 of the act, on gasoline, 
kerosene, distillate, gas oil and lubricating oil, from points in 
Oklahoma, Kansas and Missouri to points in Nebraska. Asks rates 
for future and reparation. 

No. 21850. Sub. No. 2. Bartley Co-Op. Oil Co. et al., Bartley, Neb., 
vs. Santa Fe et al. 
No. F ery _ No. 1. Shelor Motor Co., Houston, Tex., vs. Santa 

e et al. 

Unreasonable rates and charges on freight automobiles and 
chassis, from Evansville, Ind., to Houston, Tex. Asks reparation. 

No, 21936. H. Myers, Tallahassee, Fla., vs. A. C. L. et al. 

Unreasonable rates on green or salted hides, from Tallahassee, 
Fla., to Dothan, Ala. Asks rates for future and reparation. 

No. 21937. Tidal Oil Co., Tulsa, Okla., vs. C. R. I. & P. et al. 

Unreasonable rates on wrought iron pipe, from Covington, 
Okla., and other Oklahoma points to McCamey, Tex. Asks rates 
for future and reparation. 

No. — Majestic Coal Mining Co., Kansas City, Mo., vs. Santa Fe 
e , 

Unreasonable rates on coal, from mines near Midland and 

Montreal, Ark., to Oklahoma destinations. Asks rates for future. 
No. 21939. Sand, gravel and crushed stone from Indiana and Illinois 
points to destinations in Illinois. 

Proceeding instituted by Commission for handling on conference 
plan; also embraces I. and S. No. 3093, sand, gravel and crushed 
stone from Indiana points to destinations in Illinois, and No. 
21372, Ohio & Indiana Stone Co. et al. vs. C. C. C. & St. L. et al. 

No. 21940. Pet Milk Co., St. Louis, Mo., vs. M.-K.-T. 

Unreasonable rates on tin plate, from Granite City, IIl., to Iola, 

Kan. Asks rate for future. 
oe ew Independent Oils et al., Gregory, S. D., vs. Santa 
, Fe et al. 

Unreasonable rates on petroleum and its products, from Kan- 
sas, Missouri and Oklahoma to points in Nebraska and South 
Dakota. Ask rates for future and reparation. 

No. ig 2 R. C. Huffman Construction Co., Miami, Fla., vs. Seaboard 

r ne. 

Charges in violation of section 6 of the act, on Diesel engine 
dragline, from Evansville, Ind., to Miami, Fla. Asks cease and 
desist order and refund. 

No. 21943. Utah Coal Producers’ Association, Salt Lake City, vs. D. 
& R. G. W. et al. 

Rates in violation of first three sections of the act, on coal, 
from points in Castle Gate district of Utah to points in Colo- 
rado, Kansas, Missouri and Nebraska. Asks rates for future. 

wee! gy Colorado Animal By-Products Co., Denver, Colo., vs. 

Rates in violation of sections 1 and 3 of the act, on Inedible 
tallow, from Denver, Colo., to Kansas City, Kan. Asks rates for 
future and reparation. 

No. 21945. The Morristown (Tenn.) Chamber of Commerce vs. South- 
ern. 

Charges in violation of first three sections of the act, on coal, 
from St. Charles, Va., to Morristown, Tenn. Asks rates for future 
and reparation. 

No. 21946. El Paso (Tex.) Freight Bureau et al. vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on cotton piece 


. 21950. Sub. No. 1. Sheldon Potter, San Francisco, Calif. 


. 21951. W. P. McDonald Construction Co., Flushing, N. y 
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goods or cotton fabrics, from FE Paso, Tex., 


5S to Musk 
and Chicago, Ill. Asks reparation. SKogee, Okla, 


. 21947. Swift & Co., Chicago, Ill., vs. Long Island et al. 


Unreasonable rates on fertilizer and/or fertilizer compo 
from Baltimore, Md., to points on Long Island, N. Y. ae unds, 
for future and reparation. Tates 


. 21948. Hughes Tool Co., Houston, Tex., vs. Santa Fe et al, 


Rates and charges in violation of first three sections of 
act, on oil well tools, from Houston, Tex., to Los Angeles Catt 
Asks rates for future and reparation. » Calif. 
21949. Washington Dehydrated Food Co., Yakima, Wash 
Great Northern et al. + VB, 

Rate in violation of section 1 and 3 of the act on drie 


for export from Omak, Wash., to New York. Asks rep d apples, 


aration, 


. 21950. Russ Market Co. et al., Eureka, Calif., vs. Northwestern 


Pacific et al. 

Rates and charges in violation of sections 1 and 3 of the act 
beef cattle, from Wilson, Ney., to Russ, Calif. Asks rates’ fer 
future and reparation. or 
Same et al. » VB. 
Same complaint and prayer as to feeder cattle from Alturas t 
Kekawaka, Calif., via interstate route. ” 
Seaboard Air Line et al. > V8. 

Illegal rates south of Jacksonville, Fla., on excavation ma. 
chinery, from Milwaukee, Wis., to Brandon, Fla. Asks cease and 
desist order and refund. i 


. 21952. King Co., Sheffield, Ala., vs. L. & N. 


Rates and charges in violation of sections 1 and 4 of the act 
on linseed oil, from Evansville, Ind., to Sheffield, Ala. Asks rates 
for future and reparation. 


. 21953. Clark Fruit Co., Ft. Wayne, Ind., vs. L. & N. et al. 


Rates in violation of first three sections of the act, on straw. 
berries, from Thorsby, Ala., and Bells, Tenn., to Ft. Wayne, Ind. 
Asks rates for future and reparation. 

21954. O. A. Smith Agency, Inc., Cincinnati, O., vs. B. & 0, 
et al. 

Unreasonable rates on waste paper, from points in_Pennsyl- 
vania, West Virginia, Ohio, Maryland, Virginia, New York and 
District of Columbia to Toronto, O. Asks rates for future and 
reparation. 


. 21955. Darling & Co., Chicago, Ill., vs. B. & A. et al. 


Rates in violation of sections 1 and 3 of the act, on “cracklings, 
nonedible in bulk’ in official classification territory. Asks rates 
not in excess of 75 per cent of sixth class and reparation. 


. 21956. G. W. Capps et al., Back Bay, Va., vs. N. S. et al. 


Rates in violation of sections 1 and 4 of the act, on potatoes, 
from points in Virginia to New Haven and Bridgeport, Conn., 
and Auburn, R. I., and other points on Pennsylvania and New 
Haven. Ask rates for future and reparation. 

21957. Colgate-Palmolive-Peet Co., Kansas City, Mo., vs. Santa 
Fe et al. . 

Unreasonable rates on soda ash and caustic soda, from Detroit 
and other Michigan points, Alkali and other Ohio points, St. 
Louis, Mo., and Kimberly, Wis., to Kansas City, Kan.-Mo. Asks 
rates for future and reparation. 

21958. Oklahoma Portland Cement Co., Denver, Colo., vs. Santa 
Fe et al. 

Rates in violation of sections 1, 3 and 13 of the act, on cement, 
from Ada, Okla., to destinations in Texas. Asks rates for future 
and reparation. 


. 21959. Chamber of Commerce of Kansas City, Mo., et al. vs. 


. G. S. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on eggs 
and butter, from Kansas City to points in southeast. Ask rates 
for future and reparation. 


. 21960. Pittston Paper Corporation, New York, N. Y., vs. Canadian 


National et al. : 
Unreasonable rate on wood pulp, from Edmunston, New Bruns- 
wick, Canada, to Forest Castle, Pa. Asks reparation. 


. 21961. Ozark Cider & Vinegar Co. et al., Rogers, Ark., vs. M. & 


N. A. et al. . 

Unreasonable rates on viregar, from Rogers and Springdale, 
Ark., to points on M. & N. A. Ask rates for future and reparation’ 
21962. The Farmers’ Supply Co., Durango, Colo., vs. Mo. Pac. 
et al. 

Unreasonable rates and charges on salt, from Lyons and Kan- 
apolis, Kan., to Durango, Colo. Asks rates for future and rep- 
aration. 


. 21963. Memphis Cotton Linter Co., Memphis, Tenn., vs. Lehigh 


Valley et al. 

Rates and charges in violation of section 6 of the act, on cot 
tonseed hull shavings or fibre, from Pittsburgh, Tex., to Wilkes- 
Barre, Pa. Asks reparation. 

Same complaint and prayer. 


. 21964. S. Baskowitz & Sons, St. Louis, Mo., vs. C. C. C. & St. 


L. et al. 

Unreasonable rates on empty glass bottles, from Muncie, Ind., 
and St. Louis, Mo., to Atlanta, Ga. Asks rates for future 
reparation. 


. 21965. The Ceramic Traffic Association, Trenton, N. J., vs. A. C. 


& Y. et al. 

Rates and charges in violation of sections 1 and 3 of the act 
on clay, from points in Kentucky and Tennessee to points in New 
York, New Jersey and Pennsylvania. Asks rates for future an 
reparation. 


. 21966. Duck River Grain Co., Denver, Tenn., vs. N. C. & St L 


et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on corn, from Denver, Tenn., to Athens, Ga. Asks rate for future 
and reparation. 


. 21967. Northern Commercial Securities Co., Minneapolis, Minn, 


vs. Florida East Coast et al. 
Unreasonable charges on_ power shovel with boom and sc00P, 
from Little River, Fla., to Beloit, Wis. Asks reparation. 


. 21968. Presbrey- Leland Co., Inc., now operating at Presbrey-Le- 


land Studios, Inc., New York City, vs. New Haven et al. , 

Unreasonable rates on granite in various forms, from Bratt’ 
boro and other Vermont points, Concord, N. H., and Wester’, 
R. I., to Woodlawn station, N. Y. Asks rates for future an 
reparation. 


. 21969. L. B. Putney, Inc., et al., Albuquerque, N. M., vs. Santa 


Fe et al. i 

Unreasonable rates and charges on potatoes, from points = 
California, Colorado, Kansas and Texas to points in New Mexico. 
Ask rates for future and reparation. 


. 21969. Sub. No. 1. John Becker Co., Belen, N. M., vs. Same et al. 


Same complaint and prayer as to potatoes, from Colorado points 
to Belen, N. M. 
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Freight Rates 


Last of a Series of Fifty-Two Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Transcontinental Rates—Part V 


Eastbound rates from the north Pacific section of 
Transcontinental Territory are published by the Transcon- 
tinental Freight Bureau through the media of Agent G. H. 
Toll’s eastbound tariffs in the No. 2 series. (1) These 
tariffs publish class and commodity rates from points in 
Washington, Oregon, Idaho, and Montana, and from cer- 
tain points in the province of British Columbia to destina- 
tion groups and points east of the Rocky Mountains. 

North Pacific Coast Territory is divided into a number 
of origin rate groups to which are assigned the three classes 
of points of origin—the north Pacific terminals, the major 
inland junctions and commercial centers, and the less im- 
portant branch line points. 


Eastern Groups 


Points east of the eastern boundary of Transcon- 
tinental Territory are divided into lettered groups and sub- 
groups in much the same way as for westbound traffic, or 
as the southern district is divided for eastbound rates from 
the south Pacific section of Transcontinental Territory. 
The boundaries of the groups and sub-groups are not iden- 
tical eastbound and westbound, and there is an additional 
destination group for eastward rates from North Pacific 
Territory, Group N, which does not exist for traffic from 
South Coast Territory. The parts of states and points in 
Canada included in the eastern groups for North Pacific 
Transcontinental Territory are as follows: 

Points in the Following States or in Canada, 
Group Unless Included in Other Groups. 

Group A—Canada, Connecticut, Delaware, District of Columbia, 
Maine, Maryland, Massachusetts, New Hampshire, 
New Jersey, New York, Pennsylvania, Rhode Island, 
Vermont, Virginia, West Virginia. 

Group B—Canada, Kentucky, New York, Ohio, Pennsylvania, 
West Virginia. 

Group C—Indiana, Michigan, Ohio. 

Group C-1—Indiana. 


Group D—Arkansas, Illinois, Indiana, Kentucky, Louisiana, 
Michigan, Mississippi, Missouri, Tennessee, Wis- 
consin. 

Group E—Arkansas, Illinois, Iowa, Minnesota, Missouri, Okla- 
homa, South Dakota, Wisconsin. 

Group F—lIowa, Kansas, Minnesota, Missouri, Nebraska, North 
Dakota, South Dakota, Wisconsin. 

Group G—Colorado, Kansas, Nebraska, Wyoming. 

Group H—Arkansas, Louisiana, New Mexico, Oklahoma, Texas. 

Group J—Colorado, Nebraska, New Mexico, South Dakota, 
Wyoming. 

Group K—Florida, Georgia, North Carolina, South Carolina, 


Tennessee, Virginia. 

Group K-1—Florida. 

Group L—Alabama, Florida, Georgia, Kentucky, 
lina, Tennessee, Virginia. 

Group L-1—Florida. 

Group M—Alabama, Florida, Georgia, Kentucky, Louisiana, Mis- 
sissippi, Tennessee. 

Group N—New Mexico, Texas. 


North Caro- 


Washington Rates 


Eastbound class rates from the terminal cities in Wash- 
ington are based on the class rate scales appplicable from 
the ports and important rail heads in the state, such as 
Seattle, Aberdeen, Anacortes, Bellingham, Tacoma, and 
Vancouver, Washington. These basic rates are shown in 


Gee T.. C.F. SB. EB. B. 
fective supplements. 





Tariff No. 2-W, I. C. C. No. 1206, and ef- 


Table No. 1. 

Points of importance in eastern Washington, such as 
Spokane and Walla Walla, have scales of rates on a lower 
basis than the terminal rates in order to reflect differences 
in distance obtaining in favor of the more easterly groups 
and to avoid fourth section violations. Rates from the 
Spokane and Walla Walla groups, which may be considered 
typical of the eastern Washington rates, are shown in 
Table No. 2. 

Relatively less important interior or branch line points 
have rates higher than the terminals or the interior eastern 
groups respectively. Thus, the first class rates from Satus. 
Washington, a local point on the Northern Pacific Railway 
are higher than the interior group rates, but not as high as 
those from the terminals. 

First class rates from Satus, Wash., to eastern transcontinental 


groups: A, K or K-1, $5.33; B, L or L-1, $4.97; C, C-1 or M 
D, $4.55; E, $4.395; F, $3.945; G, $3.945; H, $4.55; J, $3.515; at 


Oregon Rate Bases 


Class rates eastbound from groups of points of origin 
in Oregon may be divided into three general groups. One 
group includes the port cities of Oregon and the important 
rail port cities of Oregon and the important rail heads and 
points taking the same bases of rates. Ports and other 
important terminal groups include Portland, Astoria, Ore- 
gon City, Salem, Eugene, and a number of other ship- 
ping points. The rates from the terminal groups in Oregon 
are the same as the Washington terminal rates shown in 
Table No. 1. 

The second group of points of origin in Oregon include 
the points in eastern Oregon that are related, in a trans- 
portation sense, to the Spokane and Walla Walla groups 
in Washington. One of the most important points of this 
class is La Grande, on the O-W-R. R. and N. line of the 
Union Pacific and on the C. M. St. P. and P. R. R. The 
present scales of eastbound class rates from La Grande 
are shown in Table No. 3. Other eastern Oregon groups, 
such as the Pendleton group, take the same rates as the 
Spokane scales shown in Table No. 2. 

A third group of points in Oregon include less impor- 
tant branch line or other interior points from which the 
rates are made higher than the port or terminal group rates 
or over the interior group rates, depending on their loca- 
tions with respect to these rate basing groups. 


Idaho Class Rates 


Shipping points in Idaho have rates that are strongly 
influenced by the rates from the Spokane, Washington, the 
La Grande, Oregon, and other groups in eastern Wash- 
ington and Oregon close to the Idaho boundary line. In 
Idaho the important shipping centers have lower scales 
rates than those from branch line points and other relatively 
light shipping centers where less traffic originates and wher 
operating costs are high because of light traffic density an 
adverse physical operating conditions. 

The present scales of class rates applying from the 
Couer d’ Alene, Idaho, and from other groups taking the 
same basis of class rates are shown in Table No. 4. Rates 
from other points in Idaho are made by combining propor 
tional rates applicable via the gateways to the Pacific North- 
west. 
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Montana Rates 


Rates from a number of points in Montana are constructed 
according to the transcontinental basis. For the most part, 
Montana points in this category take transcontinental rates 
in connection with certain specified traffic. Generally, Montana 
rates are related to the Montana common points rates, discussed 
previously. 

British Columbia Rates 


A number of points in British Columbia, Canada, have the 
same basis of rates as the north Pacific terminals in Washington 
and Oregon. Vancouver, Prince Rupert and Victoria, B. C., 
have the same basis of rates as Seattle, Washington, and Port~- 
land, Oregon, shown in Table No. 1. Other points in the prov- 
ince have different class or commodity rate bases. 


Commodity Rates 


Both general and specific commodity rates are in effect 
from north Pacific terminal, interior junction, distributing cen- 
ters and other interior groups to destination groups east of 


Table No. 1 





TRANSCONTINENTAL CLASS RATES EASTBOUND FROM 
TERMINALS IN WASHINGTON TAKING SAME RATES AS 
SEATTLE, WASH., GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 




















ll rr 

To Groups 1 2 3 4 5 B Cc D E 
A, K or K-1.|555 [480 |398 [338 |285 |288 |228 |180 |173 |158 
B, L or L-1./540 /|465 [390 1330 277.5/281 |222 |176 |168 |150 
C, C-1 or M./525 |455 |378 |322.5/270 |273 |218 |173 {165 |147 
ot .iancencean 1510 |443 |367.5/311 [263 |266 |210 |165 |153 [128 
Tt éscswanewen 1495 |428 |357 |300 |252 |258 203 |158 |149 |126 
BF diciodiace cece 450 [390 [330 [275 (240 (240 {185 |142.5/136 |114 
Ae ceiecunaae 450 |390 |330 |275 |240 (240 {185 |142.5/136 |114 
ME Rasonweceed 510 |443 |367.5/311 |263 |266 |210 |165 |153 |128 
D. -shiwaeisiese 1366 |317 |267.5)225 |197 1197 |151 |117 |112.5] 95 
a ene 478 .5/415.5|344.5/291.5|245.5/249.5|197 |155 |148 [128 











Transcontinental territory. Three bases are provided for gen- 
eral commodity rates—commodity rates bases Nos. 1, 2 and 3. 
Differences between these bases are usually slight. Basis No. 
1 is, however, the lowest and No. 3 the highest, where differ- 
ences exist. Numerous exceptions to the general commodity 
rate bases are made by notes that specifically restrict certain 
rates to specific groups or points of origin or destination. 

Many general commodity rates are blanketed over several 
or a number of eastern rate groups, while others are graded 
downward from groups A and K on the Atlantic seaboard to 
J and N adjacent to Transcontinental territory. In some cases 
the eastbound commodity rates are blanketed over virtually 
all destination groups. Thus, the commodity rate of $1.875 a 
hundred pounds, carload minimum 30,000 pounds, is applied to 
all destination groups, except to groups J and N, where a rate 
of $1.76 a hundred pounds is in effect. 

General commodity rates are found on a large number of 
products, including burlap bags, second-hand carriers, fullers 
earth, ferro-chrome or ferro manganese, canned fish, garnet 
rock, iron or steel articles, magnesite, oils, chinaware, seeds, 
vegetables, cereals or cereal products, cordage, flavoring ex- 


Table No. 2 





TRANSCONTINENTAL CLASS RATES EASTBOUND FROM 
SPOKANE AND WALLA WALLA, WASH., GROUPS GOV- 
ERNED BY THE WESTERN CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 





Classes 

To Groups 1 2 3 4 5 A B > D E 
A, K or K-1./525 [452 |374 [300 |250.5/263 |207 {167 |155 {140 
B, L or L-1./480 |414 |344 |281 |236 |243 |192 |155 {144 [129 
C, C-1 or M.|457.5|394.5|329 272 228 234 |185 |147 /|138 




















rors 435 |376.5/313.5/263 (221 |225 |177 {141 |133.5/120 
E ) 1363 [304.5257 |(214.5/219 [171 {137 |129 |117 
F 326 |275 |237 {200 |200 |156 |124.5)119 {106.5 
G 326 |275 |237 |200 {200 (156 |124.5|119 /106.5 
H 5 _|376.5/313.5)263 ast 225 j177 |141 |133.5)120 
J 7.5|292.5|247.5/214 |169 |163.5)/141 |112.5/107 95 
N 1376.5|313.5|263 |221 |225 |177 |141 |133.5]120 








tracts, fertilizers, fruits, hides and hair, leather, magnesium, 
packing-house products, pottery, skins, vehicles, clothes pins, 
dry goods, animal feed, fiber, furniture, ink, lumber or articles 
manufactured from lumber, nuts, paper and paper articles, salt 
cake, spices, wool, and woodenware. 

Special or specific commodity rates are made on a large 
number of products of North Pacific Coast Territory, including: 
Ammonia, barrels, canned goods, cereals, infusorial earth, 


earthenware, explosives, dried fruits, fresh fruits, fresh vege- 
tables, furniture, lumber, melons, paper and paper products, 
salt cake, seeds, sulphur dioxide, and woodpulp. 
Basing Rates 
The rates published in certain sections of the north Pacific 
eatsbound transcontinental tariff are also contained in other 
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tariffs also on file with the Commission. These basing rate 
may be used only for constructing through rates. The rule f 
the tariff provides that, if the basing rates applying from < 
basing points to the points of destination, combined with Tat : 
published in other sections of the transcontinenta] eastbound 
tariff applying from North Pacific Territory from points of ori ~ 
to the basing points, make lower charges than the emah 
rates published in other sections of the same tariff, as Pm 
on like shipments from the points of origin to the Points - 


Table No. 3 


TRANSCONTINENTAL CLASS RATES EASTBOUND FROM 
LA GRANDE, ORE., AND OTHER GROUPS TAKING THE 
SAME BASIS OF RATES GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 


Classes ——$—$—_——____ 
2 3 4 5 A B Cc D & 
[525 [452 (374 [300 |250.5/263 [207 |167 [155 |149 
-|480 [414 |344 |281 |236 |243 |192 1/155 |144 129 
-|457.5|394.5|/329 (272 |228 |234 |185 |147 |138 124.5 
435 308 (308: l2e7 221 |225 177 141 |133.5]199° 

420 |363 |304.5/257 |214.5/219 [171 [137 }129 {117 
Omaha Com. 


Points....|375 |326 |275 |237 |200 |200 [156 |124.5 

St. Paul Com. 119 [106.5 
Points 
(via route 
8) 420 |363 |304. |214.5/219 [171 {137 [129 |a14 
(via route 
28, 38, 54, 
70) 363 |304.5)25 |214.5]/219 |171 

Duluth Com. 
Peints 
(via route 
8) 435 |376.5|313.5/263 [221 5 [141 |133.5]114 


\137 |129 117 





.5|313 .5]26 [225 | 141 |133.5|120 
.5|313.5|263 |221 225 141 |133.5}120 
-5[247.5/214 (169 [163.5] 112.5/107 | 95 
5/313. 5126: 1225 | 141 |133.5|120 





destination, the combination rates will apply. The through 
rates made by the use of basing rates apply only via the speci- 
fied basing points.’ 

Basing rates from North Pacific Territory are made on the 
following points, among others: Chicago and Chicago junction 
points, Ill.; Jordan, Minn.; Buffalo, N. Y.; Seymour, Ind.; Cin- 
cinnati, O.; Loveland, O.; Ivorydale, O.; St. Bernard, 0O.; Min- 
neapolis, Minn.; St. Paul, Minn.; Minnesota Transfer, Minn.; 
Lake Crystal, Minn.; Memphis, Tenn.; Carterville, Ga.; Arion, 


Table No. 4 





TRANSCONTINENTAL CLASS RATES EASTBOUND FROM 
COEUR D’ ALENE, IDA., AND OTHER GROUPS TAKING 
THE SAME BASIS OF RATES GOVERNED BY THE WEST- 
ERN CLASSIFICATION. 


Rates in Cents Per One Hundred Pounds 





Chasse ——_—_—_—_<_<—_—_—=—<—_—— 
B 











To Groups 1 2 3 4 Cc D &E 
A, K or K-1.|525 |452 |374 [300 |250.5/263 [207 |167 [155 {140 
B, L or L-1./480 |414 [344 |281 |236 {243 |192 |155 |144 [129 
C, C-1 or M.|457.5|394.5/329 |272 |228 |234 |185 |147 |138 [124.5 
errr. }435 |376.5/313.5/263 |221 |225 |177 |141 /|133.5/120 
ere 1420 |363 |304.5/257 |214.5/219 |171 [137 |129 117 
 weneewalasee 1375 1326 |275 |237 |200 |200 /|156 1124.5 119 106.5 
C—T—ee ee (375 |326 |275 |237 |200 [200 |156 {124.5/119 106.5 
Oh withengcawla |435 376.5|313.5/263 |221 |225 {177 |141 |133.5 120 
ae dccidne deni |337.5/292.5/247.5 214 |169 |163.5)141 (112.5/107 | 9% 
me 260 sceuenee 1435 |376.5|313.5|263 (221 |225 {177 [141 |133.5/120 











Ia.; New Orleans, La.; Vicksburg, Miss.; Council Bluffs, Ia; 
Danville, Ill.; Mendoka, Ill., Lawrenceville, Ill.; Vermillion, Il; 
Farrington, Ill.; Paris, Ill.; Pacific Junction, Ia.; Manilla, Ia; 
Mankato, Minn.; Mendota, Minn.; Carmi, Ill.; East St. Louis, 
Ill.; St. Louis, Mo.; Cairo, Ill.; Seymour, Ind.; Sheldon, Ill; 
Cherokee, Ia.; Ashland, Wis.; Atlanta, Ga.; Wimbledon, N. D.; 
Pittsburg, Kan.; Aberdeen, S. D.; Tipton Ford, Mo.; Siam, Tex.; 
Waskom, Tex. 


“Transcontinental freight bureau. 





NO BUS LEGISLATION 


Another session of Congress was passing into oblivion this 
week with the certainty that no final action would be taken 
on proposed legislation providing for the regulation of the me 
tor passenger common carrier in interstate and foreign com: 
merce before adjournment at noon March 4. 

Chairman Parker, of the House committee on interstate and 
foreign commerce, had hoped, at least, to obtain a report from 
his committee on the bus bill at this session, but as the time 
for final adjournment rapidly approached, the committee mark 
time on that issue. t 

The Senate has done nothing at this session with respec 
to motor bus legislation and even though the House committee 
had reported a bill this week, final action, it was pelieved, 
would not have been possible. 
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UNITED FRUIT COMPANY 


Fae as 


The man in search of a 
site for his plant finds at 
Wilmington on the 
Delaware two things 
which he will find no- 


where else. 
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‘e2\p Steamship Service <@ 


General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS 


Between 


New York New Orleans 


Boston and San Francisco 


and 


The first is this: the utmost and 
whole-hearted co-operation of 
banks, individual merchants, 
business groups, in helping the 
newcomer to build another 
industrial success in Wilming- 
ton. The unique ‘Personal 
Service” which we developed 
at our Terminal is, after all, 
but a reflection of that very 
spirit. 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
Francisce, Cal. New Yerk, N. Y. New Orleans, La. 





hrough 
> speci- 


Leng Wharf, 140 S. Dearbern St., 
Boston, Mass. Chicago, Ill. 







The second is “Diversity’’—of 
which we should like to tell 
you by letter or personally. 
Please address— 


Fastest Service by Sea 
Passenger and Freight CHARLES H. GANT, Manager 


pound) Loe Angeles—Gan Franclaco. Wilmington Marine Terminal 













rts; a uro} ° . 

Par Eastern and Australian ports. Wilmington, Delaware 
Passengers’ automobiles accepted uncrated as baggage at 

=” charge. All steamers equipped for refrigerator 


Proposed Sailing Dates: 


Westbound from New York San Bs a ay 
ee » Mar.16 Apr.27 —California(new) Mar. 9 Apr. 20 
ifornia (new) Apr. 1 May 11 Virginia (new) Mar. 23 May 4 


Virginia (new) Apr. 13 June 1 Mongolia . . » Sar. om | 18 





he me rom Los Angeles 2nd day following on the Delaware 
n com: ) 
tea fi onamea fae 
from O jo / Ta ine 
e 4 TERNATIONAL MERCANTILE MARINE STN 
na 
or oe North River, N. Y. C. 1 Breadway, N. Y. C. 

' &; 23rd a) Tel. Chelsea 6760 Tel Soulas Green 8300 
respec Philety, Michigan Ave. Boston, 84 State Street 
:mittee fan en Public Ledger Bldg. Baltimore, Chamber of Cem- 
lieved, Francisce, 60 ay St. —} Bldg. 
‘ Les Angeles, Centra) Bldg. 
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ee 
Questions and Answers 


In this department .will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. E . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 


herein contemplated. 
iaaene Questions and Answers Department, 


| Traffic Service Corporation, Mills Building, Washington, D. C. 
Tioscicinenieeniatsasiciehdadlactaladmanahieienaamanenemenmamesainiciialh 


Conversion—Liability of Carrier in Delivering Goods to Ship- 
per’s Representative 


Ohio.—Question: A shipment of tires was made from our 
distributor at A to a dealer in B, Ill. The original bill of 
lading was mailed to us and we presumed that shipment was 
received by the original consignee, until we endeavored to col- 
lect for same and they advisd they had never received shipment. 
This necessitated tracing and after some few months we were 
advised it was taken up by our representative. We gave no 
instructions to our representative to take up shipment and they 
have no authority to do so. In the meantime, our representative 
has discontinued and, in fact, is now bankrupt. Can we hold 
the carrier liable for this shipment, due to the fact they deliv- 
ered to the wrong party without presentation of original bill 
of lading or authority from us to deliver to someone other than 
the original consignee? 

Answer: The duty of the carrier is not merely to convey 
safely the goods intrusted to it, but also to deliver them to the 
party designated by the terms of the shipment or to his order, 
at the place of destination. This duty to deliver to the proper 
person is absolute. If a carrier delivers goods to a person not 
entitled to receive them it is liable to the person who is en- 
titled to them for conversion, rendering it immediately liable, 
irrespective of its good faith in making the delivery. No ques- 
tion of care arises, for in such case the carrier acts at its peril 
and is liable regardless of negligence. See St. Louis, etc., R. 
Co. vs. Larned, 103 Ill. 293; Illinois Cent. R. Co. vs. Parks, 54 
Ill. 294; St. Louis, etc., R. Co. vs. Rose, 20 Ill. Ap. 670. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods who has been duly authorized to 
receive the goods for his principal, is a good delivery, and will 
relieve the carrier from further liability, and if the person to 
whom delivery is made is really the agent authorized to receive 
the goods, the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was 
made on insufficient, or even on false evidence. Parker Gordon, 
etc., Co. vs. Chicago, etc., R. Co., 179 S. W. 785. But an agent 
engaged in the general employment of the consignee in con- 
nection with his business, may not have such authority as to 
excuse a carrier in making delivery to him if he has not actual 
authority to receive the goods (Wilson Sewing Machine Co. 
vs. Louisville, etc., R. Co., 71 Mo. 203; Nebenzahl vs. Fargo, 
3 N. Y. S. 929; Ela vs. American Merchants’ Union Express Co., 
9 Amer. Rep. 618), and when the carrier is sued for misdelivery 
it must show that the agent was authorized to recéive the goods, 
or at least that he had been clothed with such apparent authority 
as to justify it in presuming his authority (Schlesinger vs. New 
York, etc., R. Co., 85 N. Y. S. 372; Waldron vs. Chicago, etc., 
R. Co., 46 .N. W. 456); but no greater degree of proof of authority 
in the person to whom they were delivered is required than for 
any other issue in a civil case. 


The above principles are applicable, in our opinion, to the 
instant case. 


Rates—Reasonableness of Switching Tariff Provision Under 
Which Carriers Will Make Delivery on Private Siding Only 
When Goods Consigned to Owner or Assignee of Siding 


Alabama.—Question: Will you please let me have your 
ruling on the following question? 

Mr. A owns a sidetrack connecting with line X. Mr. B 
desires to unload his carload freight on Mr. A’s track and has 
Mr. A’s permission to do so. Line X has a provision in its tariff 
that it will switch traffic from connecting lines to private or 
assigned sidings only when such traffic is consigned to the owner 
of the siding or to the person to whom the siding is assigned. 
In other words, on carload traffic arriving at destination via 
line Y, line X would switch traffic consigned to Mr. A, but would 
refuse to switch traffic to Mr. A direct when consigned to Mr. B. 

It is my opinion that this provision is discriminatory against 
connecting carriers and discriminatory against consignees in 
that two consignees desiring to use the same track would not 
be treated alike. 

Will you please let me have your ruling on this question 
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and cite to me cases before the Commission if you can find 
them? 

Answer: We can locate no cases in which the Commission 
has had under consideration the question of whether qa Provision 
in a carrier’s tariff such as you outline, is discriminatory or 
unreasonable. In Bartlett-Heyward Co. vs. B. & O. Ry. Co., 49 
I. C. C. 151, the Commission held that under such a provision 
a carrier must treat all users, other than the owner, of a siding 
alike, but said that the question of the legal right of Carriers 
to deny to others than the actual owners thereof the use of 
private spur tracks of industries or to refuse to receive op 
deliver on such private industrial tracks shipments not intended 
for use by or in connection with the business of the Owners 
was not properly before it in this case; further, that its find. 
ings therein were not intended to declare the existence of the 
right asserted by defendants of refusing to make deliveries to 
other than owners of private industrial sidings or to approve 
the practice of owners of industrial tracks of throwing open 
their tracks in such a way as to make them general termina] 
facilities, thus investing the owners with power to foster dis. 
crimination between shippers. 

From the Commission’s findings in the above case, it wi] 
be seen that there is another phase of the question, aside from 
that of discrimination on the part of the carrier against different 
shippers, namely, the discrimination which may result between 
shippers from the use of private sidings by others than the 
owners thereof unless all shippers are accorded the right to 
use such sidings. 

Tariff Interpretation—Rule for Constructing Rates on Combina. 
tion Basis 

South Dakota.—Question: There appears to be a confliction 
in the opinions expressed in your issue of October 27, 1928, 
page 966, “Oklahoma,” and February 2, 1929, page 284, “Okla. 
homa,” on the application of rule 25 in connection with rule 525, 
petroleum rates, under the above caption. 

In the former I construe your answer to be that fule 25 
may be applied where rates are lower than specified in rule 
525. In the latter you seem to take the reverse view. Your 
questioner raised the question of fourth section application. 

Rule 525 is a table for reducing class rates so as to con- 
tinue in effect the maximum increases allowed by General Order 
28 of the Railroad Administration. That order permitted an 
increase in the rates on petroleum not to exceed 5% cents, so 
that in cases where the 25 per cent increase resulted in less 
amount than 5% cents the full increased fifth class would apply. 
This explains why the table starts with a rate of 30 cents. In 
other words, the table reduces fifth class only where it has 
exceeded 5% cents. Rule 25 is a straight combination rule in 
and of itself and applies to class rates. Reference is made to 
525 because it reduces rates exceeding 30 cents. It is our con- 
tention that the intent of the rule is clear to provide for apply- 
ing class rates when no commodity rates are published. Class 
rates above 30 cents are subject to deductions before applying 
rule 25 and less rates are applied in full, but both are subject 
to the 5%-cent deduction. 

What is your opinion on the question whether rule 25, of 
Boyd’s Circular 1-T, I. C. C. A-1924, is limited to the rates in- 
cluded in rule 525? 

Answer: As the tariff naming factor to Langdon specific 
ally provides for the non-application of the combination rule, 
it (the combination rule) can only be applied if the factor be- 
yond that point is subject thereto. It does not appear that 
there is tariff authority for the use of the rule in connection 
with the 10-cent factor beyond Langdon, rule 25 in Agent Boyd's 
Tariff I. C. C. A-1914, apparently, being restricted in its appl 
cation to factors which are subject to rule 525. 


Liability of Carrier for Injury to Goods by Flood 


Missouri.—Question: We would appreciate your advising us 
what recourse the receiver of four cars of cement, destroyed 
by flood, would have with the railroads. 

The four cars moved from a cement mill in Kansas to 4 
Kansas destination, the freight being prepaid, although the des: 
tination is not a prepay station. 

The consignee surrendered the bill of lading for the cars, 
when they were delivered on the team track. It was raining 
and continued to rain so that it was impossible to unload the 
cars. Two cars were delivered four days before the flood, one 
three days before, and one two days before. Two days before 
the flood, the consignee notified the railroad to have the cars 
moved to higher ground and also notified them the day before 
the flood. The cars were not moved, after they had been set 
by the railroad. lh 

We would like to be advised if there has been a decision 
by the Commission or by any court covering such a situation. 

Answer: The shipments in question moving wholly within 
the state of Kansas are subject to the decisions of the courts 
of that state governing the liability of the carrier for injury 
thereto, resulting from the flood. the 

The prevailing rule in most jurisdictions is that, when : 
goods have arrived at their destination, the liability of the ca 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


42 Steamship Lines 


ARE SERVING THE— 






























Baltimore Philadelphia Los Angeles 


Wy Ship Arrive= Depart | Arrive— Depart | Arrive— Depart 
5 TEXMAR Sailed Sailed Sailed 

4 CUBORE Sailed Sailed Mar. 8 Mar.13 
¢ CALMAR Sailed Sailed Mar.21 Mar.26 


§ PENNMAR- | Mar. 3 Mar. 7| Mar. 9 Mar.15/ Apr. 5 Apr. 10 
§ YORKMAR | Mar.18 Mar.22| Mar.24 Mar.30| Apr. 20 Apr. 25 
g§ MASSMAR | Apr. 3 Apr. 7| Apr. 9 Apr.15} May 6 May11 
6 OAKMAR Apr. 18 Apr.22| Apr. 24 Apr. 30} May 21 May 26 


San Francisco 


Voy. Oakland Portland Seattle 
No, Ship Arrive— Depart Arrive— Depart Arrive— Depart 


a ed ee 
5 TEXMAR Feb. 27 Mar. 2| Mar. 5 Mar. 6/ Mar. 8 Mar.10 
4 CUBORE Mar.15 Mar.18| Mar.21 Mar.22| Mar.24 Mar.26 
6 CALMAR Mar.28 Mar.31| Apr. 3 Apr. 4] Apr. 6 Apr. 8 
§ PENNMAR | Apr.12 Apr.15| Apr.18 Apr. 19| Apr. 21 Apr. 23 
§ YORKMAR | Apr. 27 Apr.30| May 3 May 4| May 6 May 8 
§ MASSMAR | May13 May16/| May 19 May 20/ May 22 May 24 
6 OAKMAR May 28 May31| June 3 June 4| June 6 June 8 
ee 


Calmar Delivers the Goods 





For your information regarding rates, etc., apply to: 












CALMAR STEAMSHIP CORP. CALMAR STEAMSHIP CORP. 

Moore & McCormack, Gen. Agt. Swayne & Hoyt, P. C. Agt. 

5 Broadway, New York 240 Front St., San Francisco, Calif. menDuN © 

Bourse Bld., Philadelphia, Pa. 122 E. 7th St., Los Angeles, Calif. g 

Ist Nat. B’k. Bldg., Baltimore, Md. 911 Bd. of Td. Bldg., Portland, Ore. Fe 

Oliver Bldg., Pittsburgh, Pa. 201 Central Bldg., Seattle, Wash. 3 

Rookery Bldg., Chicago, Ill. S Of MOBILE 
2) — 


i, — 


——————___—__— o—~ 
/ eeTNSN 
< EY \) 
. =< CN \ 





WORLD WIDE 







MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Frent 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 


++ ALABAMA :* Z/ 
STATE,DOCKS COMMISSION 






















FREIGHT SERVICE 











102 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 






























These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 

















INTERNATIONAL MERCANTILE MARINE COMPANY 
















A. C. FETTEROLF, Vice-President, Freight Traffic ie 
No. 1 Broadway, New York “~{ MOBILE, ALABAMA” a 
J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago ae al 
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rier as such continues until the consignee or his agent has had 
a reasonable time in which to remove them. Mo. Pac. R. Co. 
vs. Newberger, 67 Kansas 846, 73 P. 57; Mo. Pac. R. Co. vs. 
Wichita Grocery Co., 55 Kansas 525, 40 P. 899. 

What constitutes a reasonable time for the removal of goods 
will, in general, depend on the circumstances in each particular 
case, unless the time for the removal is definitely fixed by 
statute. In Leavenworth, etc., R. Co. vs. Maris, 16 Kansas 333, 
it was held that a reasonable time is such time as will enable 
one residing in the vicinity of the place of delivery and in- 
formed of the usual course of business on the part of the carrier, 
to come to the place of the delivery, inspect the goods, and 
take them away. 

Because of the exceptional and arbitrary character of the 
insurance feature of the contract of carriage, it necessarily 
follows that the consignee is bound to observe diligence in 
removing the goods. The rule is well settled in jurisdictions 
where the shipper is allowed a reasonable time within which 
to remove the goods before the carrier’s liability, as insurer, 
terminates, whether this time is to be estimated from the date 
of the arrival of the goods or from notice of their arrival, that 
the liability of the carrier as such ceases after the expiration 
of such time and becomes that of warehouseman only. Leaven- 
worth, etc., R. Co. vs. Maris, 16 Kan. 333. 

In accordance with the general principles relating to ware- 
housemen, the carrier as warehouseman is bound to use ordinary 
care in the keeping of the goods, and will be liable for negli- 
gence causing injury thereto. This, however, is the extent of 
its liability. A much lighter degree of responsibility rests on 
the carrier, after the function of carriage is deemed by the law 
to have been completed, and its relation to the property and 
the owner thereof has assumed the character of that of mere 
custodian. The carrier is then liable only for such losses or 
injuries as are shown to have resulted from the want of ordi- 
nary care on its part—such care as men of reasonable prudence 
ordinarily exercise for the safety of their own goods under 
such circumstances. Leavenworth; ete., R. Co. vs. Maris, 16 
Kan. 333. 

A carrier is not liable for loss of or injury to goods caused 
by an act of God. An act of God is such an inevitable or un- 
avoidable accident not attributable to human agency as produces 
injury to the goods. Floods, cyclones, earthquakes, and the 
like are generally regarded as furnishing an excepted cause. 
But even these will not excuse the carrier if they could have 
been foreseen by the carrier or if it had knowledge in time to 
protect the shipments. 

Whether, as to the cars in question, the carrier’s liability 
was that of carrier or warehouseman, it was obligated to remove 
the goods to a place of safety, if injury to the goods from a flood 
was reasonably io be expected. See Greer vs. Railway Co., 84 
S. W. 158; Baltimore, etc., Ry. Co. vs. Heady, 23 Atl. 643; I. & G. 
N. vs. Penney, 178 S. W. 970; Barnett vs. N. Y. C. & H. R. R., 
153 N. Y. S. 374; Chalmers vs. N. Y. C., 161 N. Y. S. 577. 


Freight Charges—Liability of Consignee Where Bill of Lading 
States that Charges Have Been Prepaid 


New York.—Question: In your issue of The Traffic World, 
April 5, 1924, Vol. XXXIII, No. 14, pages 852 and 908, under 
title “Advance Charge Case,” citing United States Circuit Court 
of Appeals for the Sixth Circuit, Case 3952, James C. Davis, 
Director-General of Railroads, plaintiff in error, vs. Akron Feed 
& Milling Company, defendant in error. 


In citing this authority for the refusal of consignee under 
identical circumstances to pay certain charges, the carrier ad- 
vises that the above named case has been superseded and is 
controlled by a decision found in 14 Fed. (2d Series), page 21, 
distinguishing our case cited above and holding to the contrary. 

Will you, therefore, advise us as to the status of the afore- 
mentioned case, together with any other authorities bearing 
on this subject? 

Answer: With respect to this question, see our answer to 
“California,” under the above caption, on page 364 of the Feb- 
ruary 9, 1929, Traffic World. In this answer, we referred to 
the decision in H. & T. C. vs. Johnson, 1 S. W. (2d) 706. In 
this case the court said: 


There is conflict of authority as to the application of the doctrine 
of estoppel upon the present state of facts. There are some decisions 
by the United States District Courts and States Courts which sustain 
appellant. The weight of authority is to that effect. Western & A. 
Ry. Co. vs. Underwood (D. C.), 281 F. 891; Great Northern Ry. Co. 
vs. Hyder (D. C.), 279 F. 783; C. R. I. & P. Ry. Co. vs. Central Ware- 
house Co. (D. C.), 14 F. (2d) 123; New York Cent. Ry. Co. vs. Federal 
Sugar Refining Co., 235 N. Y. 182, 139 N. E. 234, 26 A. L. R. 1312; 
Chicago & N. W. Ry. Co. vs. J. I. Case Plow Works, 173 Wis. 237, 
180 N. W. 846; Waters vs. Pfister, etc., 176 Wis. 16, 186 N. W. 173. 
But the highest federal authority upon the subject is the per curiam 
opinion of the Circuit Court of Appeals of the Sixth Circuit in Davis, 
Director General, vs. Akron Feed and Fuel Co., 296 F. 675, where, 
upon a state of facts corresponding to the present case, such con- 
tention was rejected. 

This ruling was followed by the District Court for the Eastern 
District of Virginia in Cincinnati Ry. Co. vs. Beveridge, 8 F. (2d) 
pe ae also, H. & T. C. Ry. Co. vs. Lee Produce Co. (D. C.), 14 
* (2d) 5. 

In the conflicting state of the authorities and no ruling by the 
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Supreme Court of the United States or the Supreme Cour 
state applicable to the present facts, this court is at libert 
low_either line of the conflicting decisions. We believe the rul 
in Davis, Director General, vs. Akron Feed & Fuel Co., pola 
supported by sound and the better reason, and therefore, follow - is 
The ruling of the trial court is sustained. me, 

On application for rehearing, the court, in H. & 7, ¢ vs 
Johnson, above referred to, said that its attention haq been 
called to the decision of the Eighth Circuit Court of Appeals in 
Central Warehouse Co. vs. Ry. Co., 20 Fed. 828, but that not- 
withstanding this later decision it adhered to the view that the 
decision in Davis, Director-General, vs. Akron Feed anq Fue] 
Co., 296 Fed. 675, is correct and overruled the motion for re. 
hearing. 

The statement of the court in H. & T. C. vs. Johnson, 1 
S. W. (2d) 706, is a résumé of the law upon this question ag it 
has been developed to the present time. 


Tariff Interpretation—Application of Rule 29 of Classification 


Utah.—Question: Please refer to rule 29, sec. 3 (a) of ¢ 
F. C. No. 5, which provides minimum charge on 4,000 pounds at 
first class rate for shipments which are too large to be loaded 
through the side center doorway of a 36-foot box car 6 feg 
wide by 7 feet 6 inches high. 

We would like to have your opinion as to whether this rule 
is applicable to shipments of plate glass not bent in boxes 
covered by item 1, page 226 of C. F. C. No. 5. Rule 29 reads: 
“Unless otherwise specifically provided in separate description 
of articles” and we take it that item 1, page 226, does otherwise 
provide by naming double first class rate for plate glass in 
boxes exceeding 7144 feet in breadth by 15 feet in length. Qn 
the other hand, rule 29 would apply to window glass other than 
plate, named in items 8 to 18, page 226, because no other pro- 
vision is made except “packed in boxes.” 

Answer: The rating of double first class in Western Clas. 
sification territory for plate glass not bent, as provided for in 
item 1, page 226 of Consolidated Freight Classification No. 5, is 
not an exception to rule 29 within the term “unless otherwise 
specifically provided in separate description of articles,” as this 
term is used in rule 29. In this connection, see the Commission’s 
opinion in Minimum Charges on Bulky Articles, 38 I. C. C. 257, 
258. 


t of thi 
y to fol. 


Tariff Interpretation 

Delaware.—Question: Will you kindly advise us whether or 
not there has been an Interstate Commerce Commission deci- 
sion covering the following: 

In a certain railroad tariff there is a specific commodity 
rate published to station index No. 1042. The name of this 
station is not shown. In ‘the alphabetical list of stations to 
which the rates named in the tarff apply, the name of the 
station is missing. The tariff in question has no geographical 
list of destination stations, nor does it refer to any other tariff 
for this information. The carrier involved has refused to pro- 
tect the published commodity rate, because the destination 
point is not shown in the alphabetical list of destinations. The 
point is on the end of a branch, so that it is impossible to 
apply a more distant rate, under the intermediate clause. It 
has been our position that the carriers should protect the pub- 
lished rate. 

We will appreciate your referring us to any decision or 
ruling covering the above. 

Answer: We can locate no opinion of the Commission 
dealing with facts such as you set forth. It is our opinion 
that the Commission would hold that where only an index num 
ber is shown in a tariff, with no explanation or designation of 
a station represented by this index number, there is no publica- 
tion of a rate to a point presumably represented by such index 
number. This is in line with the Commission’s holdings in 
Central Iron and Coal Co. vs. Director-General, 77 I. C. C. 300, 
in which case the Commission held that a distance rate is 4 
legal rate only when distance can be determined from a tariff 
publication with the same definiteness as the quantum of the 
rate itself. 

Proof of Loss or Damage 


Montana.—Question: A car of sugar was loaded by the X 
company under the supervision of the Western Weighing and 
Inspection Bureau, who make affidavit that 600 bags of sugar 
were loaded in the car. The car arrived at destination under 
original seals, same being intact, and checked out 595 bags. 
The shippers claim their bill of lading is a clean receipt from 
railway company for 600 bags and that our recourse must 
against the railway company. The car was checked at des- 
tination by two competent men and all contents of car were on 
hand and rechecked and count verified when shortage Wa 
discovered. 

If consistent, will appreciate having you advise legal de 
cisions given in cases when claims were filed with carriers 
parallel cases. 

Answer: In an action for loss of or injury to goods the 
question of what proof the claimant must make is one of & 
treme importance. Since the facts of how the loss oF injury 
occurred are generally within the exclusive knowledge of the 
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IMPORT 


Armored Trucks for Handling 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. ...... Mondays and Thursdays 







Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 










Great Lakes Ps: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 
New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 











SHIP BY BARGE! 
Via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


Dependable Freight Service with 20% Savings in Rates. 
Delivery Alongside Steamers at New York Without Trans-shipment. 


Nothing Less Than Fal Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 











MEMBERS 25 Broadway, New York City, N. Y. T 
KY, ay ’ 
AY Rom, A Batale Ofice: Chamber of Commerce Bldg. Boing ren 0495 








THE TRAFFIC 


WORLD 


CONTRACTORS FOR 


— THE MOTOR HAULAGE COMPANY, Inc. tmiars.s.ont's.6, 


Central R.R. of N. J. 


Pool Car Distributors NEW YORK CITY, N. Y. ins ok oh 
s ‘ — Yew York Cen R.R. Co. 
Constructive Station Deliveries P. O. Box 780, BROOKLYN, N. , * New York, yt & 


Hartford R.R. Co. 
Ocean S.S. Co. of Savannah 


Valuable Products Over 200 Heavy Duty Trucks in Operation Fcmeiais hie, te 






PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco a Seats 


Mar. 30 
Apr. 13 
Apr. 27 
Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, Corinto, Amapala, Puntarenas, San 
Juan del Sur, Balboa and Cristobal (Panama), Buenaventura, Puerto 
Colombia and Cartagena, Colombia. 
Trans-Shipment at Paname fer South America and European Ports 
Through rail export bills of lading issued in transcontinenta! 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Centra] American ports. 
—OFFICES— 
140 S. Dearbern St., Chicage, Ill. 2 Pine Street, San Francisce, Cal. 


10 Hanover Sq., New Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal. 


ORIENT IS 
SPEEDING UP! 


Customers in the Orient are doing” 
business in the new tempo—they 
want their goods in a hurry. Meet 
this demand by shipping on ‘‘Presi- 
dent Liners’’ sailing every other 
Saturday from Seattle to Yokohama, 
Kobe, Shanghai, HongKong and 
Manila, and arriving from the Orient 
every alternate Monday. 


To add to this schedule, seven 10,000-ton 
express ‘‘cargo liners’’ maintain fre- 
quent, dependable service to and from 
Oriental ports. 


T. J. KEHOE, Gen. Eastern Agt.,32 Broadway, New York 
W.G. ROCHE, Inc., Gen. Agt. R. W. Bruce, Gen. Agt. 
1714 Dime Bank Bidg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 
L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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carrier, the courts are liberal in permitting the claimant, by 
showing certain essential facts within his knowledge to raise 
presumptions which complete his case. 

A shipper showing a delivery of goods to a carrier, and 
that they were not redelivered, makes out a prima facie case 
against the carrier entitling him to damages for loss, and to 
avoid such damages the burden is upon the carrier to prove 
its freedom from liability. C. R. I. & P. Ry. Co. vs. Stouffer, 
111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. of Texas, 209 
S. W. 775. 

It is nowhere questioned that a bill of lading is prima facie 
evidence of the receipt of the goods by the carrier. But such 
recitals are not conclusive, and it may be shown by parol evi- 
dence that none of the goods, or only a part of the goods, 
described in the bill of lading were in fact received. Never- 
theless, the recitals of the bill of lading as to the receipt of 
the goods places the burden on the carrier to show the contrary, 
and, in the absence of convincing testimony establishing mis- 
take, they must control. 

In the instant case it is a question of fact as to whether 
the amount stated in the bill of lading was delivered to the 
carrier at point of origin, which fact must be established by 
the shipper. Likewise, it is a question of fact as to whether 
a lesser amount was delivered by the carrier at destination, 
which fact must also be established by the shipper. 

Unless the carrier will pay your claim, your only recourse 
against the carrier is to bring suit, and, by a preponderance 
of evidence, show a delivery to the carrier of the full amount 
stated in the bill of lading and a delivery of a lesser amount 
at destination, the burden being upon the shipper to show a 
delivery to the carrier of the amount specified in the bill of 
lading and a delivery of a lesser amount at point of destination, 
in order to recover for a shortage. 

In establishing these facts the shipper must necessarily 
overcome by a preponderance of evidence that which the car- 
rier may introduce to show that either the amount stated in 
the bill of lading was not in fact received by it for transporta- 
tion or that the full amount received by it for transportation 
was delivered at destination. That is, the shipper’s evidence 
must outweigh that of the carrier. 

The facts which you have given as to the manner of un- 
loading seem to practically preclude any possibility that there 
was a theft of the goods while the car was being unloaded or 
that there was an error in the counting of the bags. If it can 
be established that the amount stated in the bill of lading was 
actually delivered to the carrier for transportation, your estab- 
lishment of which fact being aided or not by the prima facie 
effect of the carrier’s receipt in the bill of lading, depending 
upon whether it was or was not a qualified receipt, should 
enable you to recover the amount of your claim. 

Whether the amount alleged by the shipper to have been 
delivered to the carrier for transportation was actually deliv- 
ered is a question of fact to be determined from the evidence 
submitted by the plaintiff, subject to rebuttal by the defendant 
carrier. The statement in a bill of lading or a shipping receipt 
of the amount received for transportation is not’ conclusive 
and the carrier may submit evidence to prove that the entire 
amount was not received for transportation. 

In the absence of any statute or rule of court expressly 
authorizing it, affidavits are not admissible as to controverted 
facts material to the issue, unless received by consent or with- 
out opposition, where such opposition may have been made. 
As to such matters, the testimony of witnesses must be taken 
in open court or upon deposition, so as to afford an opportunity 
for cross-examination. 

Liability of Initial Carrier for Conversion by Delivering Carrier 
While Acting as Warehouseman 

Minnesota.—Question: Is an initial carrier liable to ship- 
per where delivering carrier sells goods contrary to provisions 
in the bill of lading while the delivering carrier is holding the 
goods as a warehouseman? 

Shipment moved from Minneapolis to North Carolina over 
the lines of four railroads. The goods were not taken up by 
consignee and were sold by the delivering carrier under the 
state law of North Carolina, but contrary to a provision in 
Uniform Bill of Lading, section 4 (b). 

Answer: It has been held that the initial carrier is only 
liable under the interstate commerce act, section 20 thereof, 
for acts of a delivering carrier committed as a carrier proper, 
and not while the delivering carrier is holding goods as a ware- 


houseman. See Efland Hosiery Mills vs. Hines, Director-Gen- 
eral, 114 S. E. 472; Illinois Central R. Co. vs. Stimson, 268 
S. W. 835; Marcus vs. Chicago, etc., R. Co., 167 Ill. A. 638; 


Hogan Milling Co. vs. Un. Pac. R. Co., 139 Pac. 397; R. Co. vs. 
Products Co., 208 S. W. 989. 

In Norfolk, etc., R. Co. vs. Stuart’s Draft Milling Co., 63 
S. E. 415, it was held that where a connecting carrier’s liability 
as a carrier for interstate shipment had terminated when it 
sold the goods for freight charges, the initial carrier would not 
be liable for the value of the goods under the Carmack amend- 
ment; that there was no loss, damage, or injury to the goods 
on the line of the connecting carrier as contemplated by the act. 
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Tariff Interpretation—Specific Rate vs. Intermediate Rule Rate 

Indiana—Question: Kindly give us your opinion op the 
following case of routing or misrouting: 

We had four cars of pumpkin that moved from A, Indiana 
to B, Indiana. A is on the X R. R. and B is on the X R, Rp’ 
and the Y R. R. There is a class rate from A to B of 1% 
which would apply on the X R. R. all the way. There jg a 
commodity rate from C to D, care X R. R. at E, of 12¢. No 
routing was shown on the bills of lading. 

We contend that shipments should have moved via D op 
the 12c rate per the intermediate rule of X R. R. Tariff, B pe. 
ing intermediate to D, and A being intermediate to Cc. 


Answer: In Standard Oil Co. vs. A. T. & S. F., 139 Lo. ¢ 
297, the Commission held that a specific rate always takes 
precedence over a rate made by the use of the intermediate 
rule, regardless of whether the specific rate is published to 
become effective before or after the effective date of the rate 
under the intermediate rule, unless there are published tariff pro. 
visions necessary to make clear, and give effect to, a purpose 
to have rates resulting from the rule applied to the exelusiop 
of specific rates in certain instances. 

Reparation, Party Entitled to 


Louisiana.—Question: We receive carloads of merchandise 
which are invoiced to us with full freight allowed to destination, 
We pay freight charges. 

Reparation is now in order for past movements, and 
we are desirous of knowing who is entitled to this reparation, 
the shipper or us. 

Answer: Under the Commission’s findings in Missouri 
Portland Cement Co. vs. Director-General, 88 I. C. C. 492, the 
party who bears or pays the freight charges is entitled to re. 
cover as reparation the difference between the unreasonable 
charges paid on shipments, and charges found to have been 
reasonable on such shipments. In this case the Commission 
held that where the consignor contracts with the railroad for 
the movement of goods, but sells the goods f. o. b. point of 
origin and collects the freight charges from the consignee, it 
is clear that the consignor is acting as an agent, and that the 
consignee is the undisclosed principal in the transaction. It 
said that not only did the consignees, the undisclosed principals, 
make no objection to the action brought by the complainant, 
their agent, but that the record showed that one of them at 
least was present at the hearing and fully aware of the nature 
of the proceeding; that the conclusion follows that under the 
circumstances of the case the complainant had the right to 
bring the action; that the consignees also had such right, and 
that if they had exercised it, they would have been substituted 
for complainant; that, doubtless, also, they would have a right 
to recover from the complainant any reparation that may be 
awarded with respect to the shipments, the freight charges 
upon which they bore as such; that it is not necessary for 
the Commission to go beyond the “first step,’ and that under 
the circumstances of the case the first step was taken by the 
complainant when it paid the freight charges. 

The situation seems to be similar to the one covered by 
the decision of the Commission in the above referred to case, 
except that you are the consignee paying the freight charges, 
which, however, are borne by the consignor. See also Atlas 
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Metal Works vs. A. C. & Y. Ry. Co., 100 I. C. C. 173, 178. 
Conference Rulings of the Interstate Commerce Commission 


Alabama.—Question: On December 26, 1928, the Interstate 
Commerce Commission announced the rescinding of its confer- 
ence rulings in their entirety and discontinuing their use as 
authority. The Commission’s conference rulings, as you know, 
cover a number of important questions, such as requiring the 
carriers to ascertain from shippers the routing desired when 
the rate and routing shown in the bill of lading conflict one 
with the other, also other important questions. 


Please advise if we are correct in our understanding that 
since these rulings have been rescinded, there no longer re 
mains an authority which may be cited to cover questions pre 
viously covered by these conference rulings. ; 

Answer: The Interstate Commerce Commission having re 
scinded its conference rulings, its published reports are the 
only available source from which the views of the Commission 
upon a given subject may be had, aside from its rulings ™ 
informal cases and its administrative rulings, as published i 
Tariff Circular No. 20. However, reported decisions of _the 
Commission are cited in a number of the conference rulings 
of the Commission and these cases are authority, unless they 
have been reversed in later cases. That no cases are cited in 
conference rulings does not mean that there are no reported 
decisions of the Commission on the subject. That many of 
the rulings have been made obsolete, the subject matter having 
since been dealt with in formal reports and orders of the Com 
mission, or in various formal circulars, and that others are 


incorrect and should be modified or rescinded, because counter 
to subsequent acts of Congress, were among the reasons given 
by the Commission for rescinding its conference rulings, under 
its notice to the public of December 26, 1928, 
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Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 4—Terre Haute, Ind.—Examiner Glenn: 
1. & S. 3237—Routing on straw from E. St. Louis, Ill., to Ind., Ohio 
and Ky. points. 
March 4—Longview, Tex.—Examiner Fleming: 
East Texas Chamber of Commerce vs. A. T. & S. F. Ry. et al. 


March 4—Warren, Pa.—Examiner Kettler: 
17745—National Petroleum Assn. et al. 
(further hearing). 
March 4—Charleston, W. Va.—Examiner Snider: 
21622—H. S. Gay Construction Co. vs. C. & O. Ry. et al. 
21743—West Virginia Brick Co. et al. vs. C. & O. Ry. et al. 


March 4—Louisville, Ky.—Examiner McChord: 
~— yor Sub. 1)—Lexington Board of Commerce vs. C. & O. Ry. 
et al. 
March 4—Omaha, Neb.—Examiner Hagerty: 
21656 (and Sub. 1)—Citizens Gas Co. vs. A. T. & S. F. Ry. et al. 


March 4—Atlanta, Ga.—Examiner Wilson: 
21475—Georgia-Louisiana Corp. vs. Southern Ry., et al. 
21643—Jas. G. Yates Co. et al. vs. A. C. L. R. R., et al. 

March 4—Kansas City, Mo.—Examiner McGrath: - 
21605 (and Sub. 1)—Ainsworth Filling Station et al. vs. A. T. & 

S. F. Ry. et al. 

21789—Burkett & Co. et al. vs. A. T. & S. F. et al. 
21753—Bahde Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
21507—Bahm Oil Co. et al. A. T. & S. F. Ry. et al. 


March 4—Concord, N. H.—Examiner Cheseldine: 
21613—-Freight Traffic Dept., Concord Chamber of Commerce vs. 
B. & M. R. R., et al. 


March 4—Salt Lake City, Utah.—Examiner Flynn: 
21651—Utah Shippers Traffic Assn. vs. A. T. & S. F. Ry., et al. 
March 4—Los Angeles, Calif.—Examiner Smith: 
21799—W. J. Latchford, doing business under firm name and style 
of W. J. Latchford Co. et al. vs. A. T. & S. F. Ry., et al. 
21232—J. P. Strader & W. S. Whatley, as co-partners, et al. vs. 
A. T. & 8. ¥. Ky. et al. 


March 4—Oklahoma City, Okla.—Examiner Gwynn: 
21532—Taylor Marble & Tile Co., et al. vs. C. R. I. & P. Ry., et al. 
March 4—Bismarck, N. D.—Examiner Harraman: 
21066 (and Sub. 1)—Board of Railroad Commissioners of State of 
ND. Va BS. F. & 1. F. Ry.,. et al. 
March 5—Raleigh, N. C.—Corporation Commission of N. C.: 

Finance No. 7175—Application of Kinston Carolina R. R. for a cer- 
tificate of public convenience and necessity permitting abandon- 
ment of its line of railroad extending from Kingston to Beula- 
ville, N. C. 

March 5—Dallas, Tex.—Examiner Fleming: 
17612—Apex Co. et al. vs. A. & V. Ry. et al. 
18042—Pan-American Wall Paper & Paint Co. vs. C. R. Il. & P. Ry. 


et al. 
18123 (and Sub. 1)—Tex-Mex Jobbing House vs. L. V. R. R. et al. 
March 5—Memphis, Tenn.—Examiner McChord: 
20376—Memphis Freight Bureau, for A. S. Barboro & Co. et al. vs. 
A. & S. Ry. et al. 
March 5—Omaha, Neb.—Examiner Hagerty: 
21710—Bartley Co-op. Oil Co. et al. vs. C. & N. W. Ry. et al. 
21629—Allied Contractors, Inc., vs. C. B. & Q. R. R. 
March 5—New York, N. Y.—Examiner Simmons: 
19239—-Federated Metals Corp. vs. Chicago Junction Ry. et al. 
16701—Federated Metals Corp. et al. vs. Pennsylvania R. R. et al. 
(further hearing). 


March 5—Boston, Mass.—Examiner Cheseldine: 

18511—Southern Roads Co. vs. G. H. & S. A. Ry., et al. 
March 5—Atlanta, Ga.—Examiner Wilson: 

2170i—Atlanta Terra Cotta Co. vs. A. & W. P. R. R., et al. 
March 5—Oklahoma City, Okla.—Examiner Gwynn. 

21505—Vinitia Wholesale Grocery Co. et al. vs. A. V. I. Ry., et al. 
March 6—Chicago, IIl.—Examiner Glenn: 

1. & S. 3230 (and ist Sup. order)—Coal, ground or pulverized, coke 
breeze, coke dust and foundry facings between points in Illinois 
and Western Trunk Line territories. 

March 6—Argument at Washington, D. C.: 

18399—-Badger Lumber & Coal Co. vs. A. T. & S. F. Ry. et al. 

18672—Hoboken Manufacturers R. R. vs. A. T. & S. F. Ry. et al. 
March 6—Buffalo, N. Y.—Examiner Kettler: 

21283—Corn Exchange of Buffalo, Inc., et al. vs. B. & O. R. R. et al. 
March 6—Washington, D. C.—Examiner Berry: 

21623—D. W. Quarles and W. Howard Baker, 

business as Hallsboro Mfg. Co. vs. A. C. L. R. 
March 6—Dallas, Tex.—Examiner Fleming: 
21134—-Texas-New Mexico Power Co. vs. A. T. & S. F. Ry. et al. 
March 6—Cincinnati, O.—Examiner Snider: 

1. & S. 3213—Fruits and vegetables from Illinois points to Evans- 
ville, Ind. 

March 6—Kansas City, Mo.—Examiner McGrath: 
18949—-The Haydite Co. vs. C. B. & Q. R. R. et al. 
21595— Wolcott & Lincoln, Inc., vs. C. & A. R. R. 

March 6—Omaha, Neb.—Examiner Hagerty: 
21634—-Skinner Mfg. Co. vs. A. & S. Ry. et al. 

March 6—New York, N. Y.—Examiner Simmons: 

21478—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 

20437—-Federated Metals Corp. vs. H. & T. C. R. R. et al. 

March 6—Boston, Mass.—Examiner Cheseldine: 
19153—-Fitchburg Gas & Electric Light Co. vs. 

(further hearing). 2 

March 6—Los Angeles, Calif.—Examiner Smith: 
21564—-Shaw Bros. et al. vs. Apache Ry., et al. 

March 6—Jamestown, N. D.—Examiner Harraman: 

21737—I. A. Arbogast, Jr., and J. R. Stewart, doing business under 


vs. B. & O. R. R. et al. 


co-partners, doing 


R. et al. 


B. & M. R. R., et al. 


partnership name of the Dacotah Oil Co. of Jamestown, nN D 
A. T. & S. F. Ry., et al. ae 
March 6—Tulsa, Okla.—Examiner Gwynn: 

21381 (and Sub. 1)—Hill, Hubbell & Co. et al. vs. A. & §. Ry. et al 


March 6—Washington, D. C.—Examiner Davis: 

Finance No. 7432—Joint Application of Leslie Home Telephone Cc 
and Michigan Bell Telephone Co. for a certificate that the acquisi: 
tion by latter company of properties of former company will “ 
of advantage to the persons to whom service is to be rendered ang 
in the public interest. 

Finance No. 7433—Joint Application of Mountain States Telephone 
& Telegraph Co. and Abram E. Bailey et al., doing business as 
the Dexter Home Telephone Co. for a certificate that the acquigi- 
tion by the Mountain States Telephone & Telegraph Co. of tele- 
phone properties of said Abram E. Bailey et al., will be of ad- 
vantage to the persons to whom service is to be rendered and 
in the public interest. 

Finance No. 7445—Joint Application of Northwestern Bell Telephone 
Co. and J. Earle Rolston et al., for a certificate that the acquigi- 
tion by the Northwestern Bell Telephone Co. of the telephone 
properties of J. Earl Rolston et al. will be of advantage to the 
persons to whom service is to be rendered, and in the public 
interest. 


March 6—Chicago, IIl.—Examiners Money and Esch: 

17000—Part 8, Cottonseed, Its Products and Related Articles, 

1. & S. 2759—Cottonseed and related vegetable products from §. W. 
Territory to Central, Eastern and Southern Territories. 

1. & S. 2820—Vegetable oils and related articles in Official Class}. 
fication Territory 

1. & S. 2884—Vegetable oils and oil foots from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

1. & S. 2926—Vegetable oils in Official Classification Territory. 

1. & S. 2995—Vegetable oils and related articles in Official Classifica- 
tion Territory. 

1. & S. 3036—Cottonseed hull fibre or shavings from Southwestern 
points to Miss. and Ohio River Gateways and W. T. L. Territory, 

1. & S. 3W67—Cottonseed and other vegetable oils from the southwest 
to interstate points. 

1. & S. 3098—Cottonseed and vegetable oils from Texas common 
points to Baltimore, Md., and Boston, Mass. 

1. & §S. 3121—Cotton linters from southwest to interstate pts. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et ai. 

15425—-International Vegetable Oil Co. et al. vs. A. & R. R. R. etal. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. A. 
& S. Ry. et al. 

16528—Southland Cotton Oil Co. vs. A. & S. Ry. et al. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

——e Assn. of Chicago Heights vs. B. & 0. RR 
et al. 

17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. RR 
et al. . 

17339—C. F. Simmonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

a Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 
et al. 

18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. RR. 
et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. etal 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. L 


et al. 
19088—Blanton Co. vs. A. & V. Ry. et al. 
19141—Refuge Cotton Oil Co. vs. A. & V. Ry. et al. 
19162—Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—Procter & Gamble Mfg. Co. vs. A. & B. B. be 
19169 (and Sub. 1)—California-Arizona Ginners’ & Crushers’ Assn. 
et al. vs. Apache Ry. et al. 
ee Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 
19194—-Procter & Gamble Co. vs. A. & S.-Ry. et al. 
19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. RB. 


et al. 
19325—Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 
19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 
20068—Graco Milling Co. vs. A. & S. Ry. et al. 
20108 ae Sub. 1)—Wilson & Co., Inc., of Okla. vs. B. & 0. R. RB 
et al. 
21105—Armour & Co. vs. Erie R. R. et al. 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 
20142—Portsmouth Oil Refining Co. vs. A. & R. R. R. et al. 
20161—Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596 (and Sub. No. 1)—Armour & Co. et al. vs. A. & S. Ry. et al 
20972—Pittsburgh Plate Glass Co., Linseed Oil Div., vs. A T. & 8. 
F. Ry. et al. 
21010—Swift & Co. vs A. & S. Ry. et al. 
21132—Palm Olive Co. vs. C. M. St. P. & P. Ry. 
21138—Armour & Co. vs. A. & S. Ry. et al. 
21151—Rome Oil Mills vs. C. of Ga. Ry. et al. 
21266—Peaslee Gaulbert Co. vs. A. T. & S. F. Ry. et al. 
21336—-Bisbee Linseed Co. vs. A. T. & S. F. Ry. et al. 
21399—Kuhn Paint & Varnish Works vs. La. & Ark. Ry. et al. 
21508—Swift & Co. vs. A. & S. Ry. et al. (further hearing). 


March 7—New York, N. Y.—Examiner Simmons: 
21658—L. Mundet & Son, Inc., vs. L. V. R. R. 


March 7—Cleveland, O.—Examiner Kettler: \ 
21489—Cleveland Crane & Engineering Co. vs. N. Y. C. R. R. et ab 
21536—Federal Foundry Supply Co. vs. C. B. & Q. R. R. et al. 
21750—O. A. Smith Agency, Inc., vs. C. B. & Q. R. R. et al. 


March 7—Dallas, Tex.—Examiner Fleming: 
21335—A. H. Belo Corp. et al. vs. A. & L. M. Ry. et al. 

March 7—Cincinnati, O.—Examiner Snider: ; 
21448—W. M. Spencer Sons Co. vs. C. N. O. & T. P. Ry. et a 

March 7—Omaha, Neb.—Examiner Hagerty: , 
21222—Carpenter Paper Co. et al. vs. A. T. & S. F. Ry. et al. 
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rch 7—Seattle, Wash.—Examiner Flynn: 
watso3—Standard Gypsum Co. vs. U. P. R. R. et al. 
49909—Pacific Portland Cement Co., Consolidated, vs. W. P. R. R. 


Ge Three Forks Portland Cement Co. vs. C. M. & St. P. Ry. et al. 
49311—Standard Gypsum Co. vs. Sou. Pac. Co. et al. (further hear- 


ing). 

rch 7—Los Angeles, Calif.—Examiner Smith: 

we73—San Pedro Chamber of Commerce et al. vs. A. T. & S. F. 

y, et al. . 

1a86—Union Tank & Pipe Co. vs. Southern Pacific Co., et al. 

march 7—Tulsa, Okla.—Examiner Gwynn: 

91558—Maloney Tank Manufacturing Co. vs. A. T. & S. F. Ry. et al. 

March 7—Fargo, N. D.—Examiner Harraman: 

21218—Leonard, Crossett & Riley, Inc., et al. vs. A. C. & Y. Ry. et al. 
16613 (Sub. 1)—Grand Forks Commercia] Club vs. A. & W. Ry. et al. 
(further hearing in connection with 21218, Leonard, Crosset & 
Riley, Inc., et al. vs. Akron, Canton & Youngstown Ry. et al.) 

March 7—Bainbridge, Ga.—Examiner Wilson: 

21581—Ramsey- Wheeler Co. vs. A. C. L. R. R., et al. 

March 7—Boston, Mass.—Examiner Cheseldine: 

91650 (and Sub. 1 and 2)—Eastern Manufacturing Co. vs. G. & W. 
Ry., et al. 

March 7—Washington, D. C.—Examiner Sullivan: 

# Finance No. 7138—Application Kansas City, Merriam & Shawnee 
R. R. for a certificate of public convenience and necessity. 

March 7-8—Argument at Washington, D. C.: 

19715—Constructive and off-track railroad freight stations on Man- 
nattan Island, N. Y. ; 

|. & S. 3100—Constructive stations and trucking in lieu of lighter- 
age in New York City and vicinity. 

March 8—Memphis, Tenn.—Examiner McChord: 

90993—Memphis Freight Bureau et al. vs. Arkansas R. R. et al. 


March 8—Cleveland, O.—Examiner Kettler: 

91733—All Steel Equip. Co. et al. vs. A. C. & Y. Ry. et al. 

March 8—Cincinnati, O.—Examiner Snider: 

21585—Ohio-Kentucky Associated Industries vs. A. & R. R. R. et al. 
March 8—Boston, Mass.—Examiner Cheseldine: 

20961—Rockland & Rockport Lime Corp. vs. Me. Cent. R. R. et al. 


March 8—New York, N. Y.—Examiner Simmons: 

21486—Richmond Radiator Co. vs. N. Y. C. R. R. et al. 

March 8—-Omaha, Neb.—Examiner Hagerty: 

2585—Carpenter Paper Co. vs. Bush Terminal R. R. et al. 
March 8—-Kansas City, Mo.—Examiner McGrath: 
21458—Waggoner-Gates Milling Co. vs. A. T. & S. F. Ry. et al. 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First in- 
sertion, $1 per line; minimum charge $3; succeeding Insertions, per 
line, 60 cents; 10 words to the line; numbers and abbreviations counted 
as words; 6 point type; payable in advance. Answers to keyed ad- 
vertisements forwarded free of charge and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
street, Chicago, III. 

















POSITION WANTED—Traffic manager or assistant; special train- 
ing in traffic together with seventeen years agent for Class 1 rail- 
road, Pittsburgh district; age 35; married; A-1 references; location 
secondary. Address A. E. C. 185, care Traffic World, Chicago, II. 





POSITION WANTED—Transportation executive now employed, 
desires traffic connection with industrial or commercial organization; 
age 39; nineteen years’ railroad, industrial, foreign shipping and cham- 
ber of commerce experience and adjustments before carriers and com- 
missions. Address A. K. I. 184, care Traffic World, Chicago, Il. 


WANTED—Freight bill auditor with years’ of audit or traffic 
bureau experience, willing to accept liberal share of overcharges 
and reparation cases developed as salary, by firm in business twenty 
years. Address Box 186, care Traffic World, Chicago, II. 


POSITION WANTED—As traffic manager by successful Chicago 
traffic executive; 21 years’ railroad, industrial and chamber of com- 
merce experience, all phases traffic and practice before Commissions. 
Address M. S. T. 172, care Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic executive desires position of re- 
sponsibility with commercial or industrial organization. Special train- 
ing in traffic together with 14 years’ practical railroad and industrial 
Now employed; age 37; married. Location secondary. 
Salary dependent upon results for advancement. Address N. O. R. 
180, care Traffic World, Chicago, III. 


W PRINTED TRAFFIC FORMS at a saving of one-half or more. 
e print in large quantities and carry in stock for immediate ship- 
ment. Forty standard styles of traffic forms, foreign invoices and 
_ of lading. Price list and samples free upon request. Traffic 
orms Company, Janesville, Wis. 


’ FOR SALE—Annual Reports I. C. C. 1887-1925; Statistical Ab- 
— 1912-1925; Peirce Digest; I. C. C. Procedure Daish. J. H. 
edrow, Chamber of Commerce, Kansas City, Mo. 
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*l. and S. 3249—Absorption switching charges on grain to Kansas 
City Public Service Co. points. ; 
March 8—Dallas, Tex.—Examiner Fleming: 
~ 2 = 3241—Candy from Dallas and Ft. Worth, Tex., to Ariz. and 
21818—F. C. Pennington Produce Co. vs. T. & P. Ry. et al. 


March 9—Boston, Mass.—Examiner Cheseldine: 
* 21671—National Folding Box Co. vs. N. Y. N. H. & H. R. R. 


March 9—Dallas, Tex.—Examiner Fleming: 
— i Sub. 1)—Fort Worth Gas Co. et al. vs. A. T. & S. F. Ry. 
et al. 


Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 


Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


S. N. LONG WAREHOUSE 


Storers, Distributors 


and 


Forwarders 


of 


General Merchandise 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 








LITTLE ROGK, ARK. | = sodern Warehouse 
WITH 


Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample. 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
Ip: Pool Car Distribution. Household Storage 


G/ge) New Terminal Warehouse Company 
tl Rant LITTLE ROCK, ARKANSAS 


all 
<— », Member American Warehousemen’s Association, 
American Chain of Warehouses 



























UNION CITY°,-o WATERBURY 
BEACON FALLSQONAUGATUCK 
ANSONIA O-OSEYMOUR 


SHELTON g’o DERBY 
DEVON ad ty’ NEW HAVEN 
-S 


BRIDGEPORT ‘fe ee 
SOUTH NORWALK 


TO Att LONG ISLAND SOUND 





NEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


WILLIMANTIC @, —__.-0 JEWETT CITY 
WORWICH 







THRU RATES AND 
DIRECT WATER ROUTES 


YSTIC South Norwalk, Bridgeport, New 
7” WESTERLY t TOM London and Norwich, Conn. 
C. F.A., W. T. L., Inter-Mountain, 
to South and Southwest 
« CLYDE,OLD DOMINION, SAVANNAH, 
VIG MALLORY and MORGAN S. S. LINES 








eames BOAT SERVICE 
seneee STORE DOOR DELIVERY 


BY OUR OWN MOTOR TRUCKS 


THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ""“S igo" 
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March 9—Cleveland, O.—Examiner Kettler: 
21781—Sandusky Cement Co. vs. I. C. R. R. et al. 


March 9—Cincinnati, O.—Examiner Snider: 
21519—Canby, Ach & Canby Co. et al. vs. A. G. S. R. R. et al. 


March 9—Omaha, Neb.—Examiner Hagerty: 
21735—A. Feldkirchner et al. vs. A. T. & S. I. Ry. et al. 


March 9—Keokuk, Ia.—Examiner Glenn: 
21516—C. S. Wells & Son vs. C. B. & Q.-R. R. 
March 9—New York, N. Y.—Examiner Simmons: - 
21713—Newark Paraffine & Parchment Paper Co. vs. L. V. R. R. 
et al. 
March 9—Tampa, Fla.—Examiner Wilson: 
21324—Fruit Products Co. of Florida vs. A. C. L. R. R., 
21325—Fruit Products Co. of Florida vs. A. C. L. R. R., et al. 


March 9—Grand Forks, N. D.—Examiner Harraman: 
21614—Farmers Grain & Trading Co. vs. M. St. P. & S. S. M. Ry. 
March 9—Kansas City, Mo.—Examiner McGrath: 
* 20879—Fredonia Linseed Oil Works Co. vs. A. & S. Ry. et al. 
March 11—Washington, D. C.—Examiner Simmon: 
4844—-In the Matter of Bills of Lading. Export Bill of Lading and 
Domestic Bill of Lading and Live Stock Contract (further hear- 
ing). 
March 11—Memphis, Tenn.—IcSxaminer Bardwell: 
* 13535—Consolidated Southwestern Cases. 
* 14880—Dallas Chamber of Commerce ys. A. & R. R. R. et al. 
* 14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 
* 15463—St. Louis Chamber of Commerce vs. Aberdeen & Rockfish 
n.. B. et al. 
(Further hearing.) 
March 11—Washington, D. C.—Director Mahaflie: ; 
20672 (and Sub. 1)—Interstate Commerce Commission vs. K. C. 8S. 
Ry. 
March 11—Dallas, Tex.—lE-xaminer I*leming: 
17535—Higginbotham-Bartlett Co., Inc., et al. vs. A. & V. Ry. et al. 
March 11—Washington, D. C.—Examiner Berry: 
21695—Stonega Coke & Coal Co. et al. vs. Norfolk & Western Ry. 
et al. 
March 11—Tampa, Fla.—Examiner Wilson: 
1. & S. 3240—Lumber from points in Florida to Port Tampa, Fla 
21323—Dann-Gerow Co., Inc. et al. vs. A. C. L. R. R., et al. 
March 11—Cincinnati, O.—Iexaminer Snider: 
21957—Colgate-Palmolive-Peet Co. vs. A. T. & S. F. Ry. et al. 
21552—-Procter & Gamble Mfg. Co. vs. A. T. & S. F. Ry. et al. 
21567—Procter & Gamble Co. vs. B. & O. R. R. et al. 


March 11—Sandusky, O.—Examiner Kettler: 

21624—Hinde & Dauch Paper Co. vs. A. C. & Y. Ry. et al. 
March 11—Des Moines, Ia.—Examiner Hagerty: 

21661—Dewey Portland Cement Co. vs. C. R. L & P. Ry. et al. 


March 1T1—Kansas City, Mo.—Examiner McGrath: 
17854—-Sub. 1—Fredonia Portland Cement Co. (of Del.) et al. vs 
A. T. & S. F. Ry. et al. (further hearing). 
March 11—St. Louis, Mo.—Examiner Glenn: 
21260—F.. M. Hawley et al. vs. A. T. & S, F. Ry. et al. 
21483—Roxana Petroleum Corp. vs. A. & E. R. R. et al. 
March 11—New York, N. Y.—Examiner Simmons: 
21570—Abendroth Brothers vs. B. & A. R. R. et al. 
21291—-Mystic Iron Works vs. N. Y. N. H. & H. R. R. et al. (further 
hearing). 


March 11—Los Angeles, Calif.—Examiner Smith: 
21495—Pacific Cotton Seed Products Corp. vs. S. D. & A. Ry., et al. 


March 11—Boston, Mass.—Examiner Cheseldine: 
21696—Maine Central R. R., et al. vs. B. & Ar. R. R., 


March 11—St. Louis, Mo.—Examiner Kettler: 
9702—Memphis-Southwestern Investigation. 
Fourth Section Order No. 7542. (Further hearing.) 
Fourth Section Application No. 13560 of F. A. Leland et al. 
Fourth Section Application No. 13470 of C. W. Galligan et al. 
Fourth Section Application No. 13247 of Mo. Pac. R. R. 
March 11—New York, N. Y.—Examiners Money and Esch: 
17000—Part 8, Cottonseed, Its Products and Related Articles. 
1. & S. 2759—Cottonseed and related vegetable products from S. W. 
Territory to Central, Eastern and Southern Territories. 
1. S. 2820—Vegetable oils and related articles in Official Classi- 
fication Territory 
1. & S. 2884—Vegetable oils and oil foots from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 
1. & S. 2926—Vegetable oils in Official Classification Territory. 
1. & S. 2995—Vegetable oils and related articles in Official Classifica- 
tion Territory. 
1. & S. 3036—Cottonseed hull fibre or shavings from Southwestern 
points to Miss. and Ohio River Gateways and W. T. L. Territory. 
1. & S. 367—Cottonseed and other vegetable oils from the southwest 
to interstate points. 
1. & S. 3098—Cottonseed and vegetable oils from Texas commor 
14594—American Linseed Co. vs. B. R. & P. Ry. et al. 
1. & S. 3121—Cotton linters from southwest to interstate pts. 
points to Baltimore, Md., and Boston, Mass. 
14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. A. 
& S. Ry. et al. 
16528—Southland Cotton Oil Co. vs. A. & S. Ry. et al. 
16587—Lever Bros. Co. vs. D. L. & W. R. R. et al. 
16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. R. R. 


et al. 
17270 _— Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


et al. 

17339—C. F. Simmonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

—— Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 
et al. 

se Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 
et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

+ 2" Cottonseed Crushers’ Assn. vs. C. R. I. & P. Ry. 
et al. 

19088—Blanton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. 1)—California-Arizona Ginners’ & Crushers’ Assn. 
et al. vs. Apache Ry. et al. 





et al. 
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Se Cottonseed Products Corp. et al. ys 
et al. 

19194—Procter & Gamble Co. vs. A. & S. Ry. et al. 
19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 


STOUT IMPACT RECORDER 


The Stout Impact Recorder is an instrumeni desi 
give positive evidence either that rough handling did 
that it did not. The device is about ten inches square 
weighs 13% pounds. It is equipped with a paper tape on wae 
the exact time and severity of shocks are reporded, thus can 
ing it possible to trace the responsibility for damage me 
use of this instrument, it is pointed out, tends to educate an 
and train men as to the*safe speed under which cars can } 
moved without danger of losses due to rough handling, to sak 
tivate cooperation, and develop the employes’ interest a 
caution. 

These recorders are now used by more than fifty railroads 
and by many shippers. The Argyle Railway Supply Company 
Chicago, is the distributor. y 


- AL & Y, Ry, 
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TERMINAL 


SBUILOS BETTER BYSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 







Do You Know =u:.. 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 





WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 
Across the Street from J. C. C. BLDG. 
a. po 1727 Penna. Avenue N. W. 








HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 
eae: Les Quiek Service. Low Rates 
aie THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 











Chicago’s and Kansas City’s 


Merchandise Most Modern Warehouses yous 


Pool Car 


crooks 
Distribution 


cH 2000 Carload 


Capacity 


NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders a8 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES omni 

















re 
4 





